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“DIFFERENT’? © 
id wil 
ntreal 
Inter 


a . |* points that make your business “different” are likely to be 
he ol reflected in your packaging problem. Your packing system 
t wil should therefore be specially designed to meet your particular 


rs, has _ 
Leresti requirements. 


so tel Only the trained package engineer can perform this service 
be intelligently and efficiently. 
“ The staff of 50 H & D Package Engineers has solved count- 
8 als less shipping problems for many diversified lines of business. 

Through their experience and skill shippers in innumerable 


lines have saved thousands 


H. 2 
e act Pa % 
Senate : " of dollars Complete protection for an oil burner control 
la 0 unit is provided in this specially designed 
: SEND FOR THE H& D container 
: PACKAGE ENGINEER adem May we send you a 
: . ‘How to Pack 
5 ell =e ; If you are interested in better and —, yaad 
67,94; more economical shipping methods— roe yes methods of 
at , : [> \ ' packaging in your 
, i | i send for an H&D Package Engineer. PEAMMEME industry. Send for 
“total ; There’s no charge or obligation. | a free copy. 
cell, : 
THE HINDE & DAUCH PAPER CO. 
303 Decatur Street Sandusky, Ohio 
Western Address: Kansas City Fibre Box Co. 
as Packer’s Station, Kansas City, Kansas 
poe A safe and compact H & D Engineered Package nia Canals a" tg on 
ected Sor an electric iron King’s Street Subway and Hanna Ave., Toronto 
y wil 
x wi 


], v8 
Neb., 


DE & DAUCH ogc“ SHIPPING BOXES 


Boston, Mass. 
Brooklyn, N. Y. 
Camden, N. J. 
Chicago, Ill. 
Cincinnati, Ohio 
Cleveland, Ohio 
Dayton, Ohio 
Denver, Colo. 
Detroit, Mich. 
Hoboken, N. J. 
Jersey City, N. J. 
Kansas City, Kans. 
Kansas City, Mo. 
Long Island City, N. Y. 
Los Angeles, Calif. 
Milwaukee, Wis. 
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Minneapolis, Minn. 
Newark, N. J. 

New York, N. Y. 
Oakland, Cal. 
Philadelphia, Pa. 
Pittsburgh, Pa. 
Portland, Ore. 

St. Louis, Mo. 

St. Paul, Minn. 
San Francisco, Cal. 
Seattle, Wash. 
Tacoma, Wash. 
Trenton, N. J. 
Vancouver, B. C., Can. 
Wichita, Kan. 
Wilmington, Del. 


The National Freight Company now operates over four 
hundred different movements to and from the various 
cities listed above and supplements these services with 
operations by truck to hundreds of smaller towns and 
cities throughout the country furnishing a fast, depend- 
able service for the movement of less than carload 
merchandise freight. 


The National Freight Company operates the only 
through export car direct from New York to the 





Pacific Coast. 
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“The Right Way to Ship” 


= ONTVERSAL~ 
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uestion of Policy 
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The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 
just happen. 


It is the result of following a well defined 
policy of operation for 37 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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GREAT TERMINALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- 
sure a uniform high efficiency and service to 
vessels and cargo interests alike—waterside 
storage eliminates one or more transfers. Ul- 
tra-modern machinery insures the safe han- 
dling of all classes of merchandise. Direct 
transfer ship to rail (except in New York, 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State Street, New York 


NORFOLK TIDEWATER TERMINALS, Ine. 


J. A. Moore, Manager 
Norfolk, Va. 


where the terminal is located in the “free 
lighterage limits”) allows the handling of 
cargoes with the utmost speed, safety and 
economy. 

Fireproof buildings with complete sprin- 
kler system enable our patrons to enjoy the 
lowest possible insurance rates. 


PHILADELPHIA TIDEWATER TERMINAL 


G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


KEYSTONE WAREHOUSE COMPANY 
W. J. Bishop, Gen’l Mgr. 
Seneca & Hamburg Sts., Buffalo, N. Y. 


Vol. XLV, No, \ 


MERCHANTS WAREHOUSE COMPANY 


Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mer. 
1646 Transportation Bldg. - Chicago 


MERCHANTS WAREHOUSE CO. 
a ; 


| 4 


AINof TIDEWATER TERMINALS 
ZALLIED INIAND WAREHOUSES 9 


HARVEY C.MILLER President 
W.B.MCKINNEY Secretary & Treasurer 
COMMERCIAL TRUST BLDG. PHILA. PA. 
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Speeding 


Your Shipments 


“The Switchman” 


tant position in the direct con- 

tact between the shipper, the con- 
signee, and the railroad. He is the first and 
last man to handle your car of freight. 
Accompanying the switch engine over the 
vast network of track, he couples and un- 
couples cars, opens and closes switches, 
signals the engineer and incorporates your 
shipment in a departing train. Upon arrival 
of the shipment at destination, he exer- 
cises the same care and skill in spotting 
your car for a convenient unloading. ) 


The prompt and careful handling of cars 
by the expert Wabash switchman adds 
materially to the priceless reputation of the 
Wabash Red Ball Fast Freight Service. 


Lex Wabash switchman has an impor- 
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JOINT RATES 


Effective April 22, 1930 


| CANNED GOODS | CANNED GOODS 


from 


ILLINOIS - INDIANA - KENTUCKY 


LYE to LIME 


CALIFORNIA - OREGON - WASHINGTON 
Illinois Central System 
— | STEEL | 
Mississippi-Warrior (Barge Line) Service 


THE REDWOOD LINE 
through the | rev rare | 


Panama Canal 


Learn What This Means to Your Shipments 
WRITE 
REDWOOD LINE, INC. 
General Offices 


1421 New Orleans Bank Bldg.—226 Carondelet St. 


NEW ORLEANS 
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Your Plant on 


25 Trunk Lines - - - 


; “Trunk line service’ means 
much to big industries. 


Incoming materials and outgoing products both benefit. There 
are ideal locations for an industry where not one but twenty-five 
trunk lines stand ready to bring and take shipments—from and 
to—east, south, west and north. 








2 | ee A) cae 






















Twenty-five trunk lines deliver to and receive 
cars from the “Belt of Chicago” in its circuit 
of the city. On its lines every industry gets 
the Chicago rates; its shipments save time 
| because there are no congested terminals to 
work through. 


EEE TL NT REE GA SIE Heke Apo eB a A 
y 


Twenty-five lineal miles of Belt Railway lie 
-. directly between Chicago and its suburban 

7 area. All locations are within an hour of Chi- 
cago’s downtown district.—They are close to 
the center of buying, selling and distribution, 
yet far enough out to provide acres and acres 
= of accessible, valuable land at reasonable 
prices. 


SLE AEARO Te ON oats ess Es 





Rates, and speed of service, from all parts of 























ate . a A J the country to your plant on the Belt Railway 
. \Z Company of Chicago are the same as direct 
line rates from and to Chicago. INDUSTRIAL 
; Maps and schedules will be sent on your re- DEPARTMENT 
quest. Dearborn Station 
‘avai Chicago 
| Telephone Harrison 3684 
IS {i —N F. J. Wasson 
- meen” ., a Indus- 
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WHY PAY TRIBUT 











Just as many men, when awkward enough to spill salt on the table, throw a bit over 
their left shoulder to appease the Gods of Vengeance, so are many shippers still 
throwing figurative bits of salt when they persist in shipping via south Pacific ports on 
the popular assumption that they are closest to the Orient. 


Of course, they’re not—geography clearly shows us that—but then, many have drifted 
into the habit and find it hard to break. 


As a matter of fact, the Seattle Short Route is from 500 to 1,500 miles shorter than 
any other across the Pacific. The saving in time is proportionate, running from a 
day to a week, depending upon the speed of the vessel. 


This means from one to seven days quicker approach to and deliveries in the great 
markets of the Far East—effective selling advantages; from one to seven days less 
‘in transit” time with proportionate savings in insurance and interest charges— 
important shipping economies ! 


You, too, should ship via Seattle and gain the benefit of these advantages. 








Seven terminals freezing plant, ice 
equipped to handle VL H H p VY I A plant, 1,000,000 
boxed, baled and sacked ~ base! conceste 
commodities. These in- P 


clude waterside cold, Pp U B a | Cc grain elevator, veg- 
dry, and bonded ware- etable oil handling 
houses, fresh fish T Er R M I N 1 LS equipment, etc. 


THE PORT OF SEATTLE sat 


San Francisco 









P Seattle to Yokohama 








Seattle is over 500 miles nearer Yokohama than any other American 
port. By the “established trade route’ via Honolulu, it is 1,500 
miles nearer. The saving in time is proportionate, depending upon 
speed of the vessel. 


Bell St. Terminal - . . Seattle, Washington 


Seattle port to the Orient} 
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TRANSPORTATION IN THE NORTHWEST 
Superb Train Service to 


The NEW aie vol The LUXURIOUS 
EMPIRE ORIENTAL 
BUILDER PARK AND © umitep 

Radio Equipped T a a PAC bE | C Library Equipped 


NORTHWEST 


the Electrified Cascade Tunnel Route 
Select the New EMPIRE BUILDER or the luxurious ORIENTAL LIMITED 


for your trip to Glacier National Park this summer. You will enjoy a 
trip of unrivaled comfort—1200 clean, cinderless miles behind super- 
| power oil-burning and electric locomotives, a smooth water-course route, 
1 luxurious modern equipment and courteous service that makes every 
mile of travel a distinct pleasure. 


FREIGHT SERVICE 


Route your freight via Great Northern for fast, convenient and dependable 

service . . . between Saint Paul, Minneapolis, Duluth, Superior, Sioux 

City, Winnipeg, Billings, Butte, Spokane, Portland, Klamath Falls, Ore., 
eattle, Tacoma, and intermediate points. 


Through Daily Merchandise Cars to and from Pacific Northwest and intermediate points. 






























A. J. Dickinson P. H. Burnham 
Passenger Traf. Mgr. Western Traffic Mer. 
t. Paul, Minn. Seattle, Wash. 










H. H. Brown C. W. Meldru H. G. Dow T. J. Shea 
General Traffic Mgr. Asst.Gen. Pass. Ast. Eastern Traffic Mgr. Asst. A a Frt. ae Oe 
St. Paul, Minn. Seattle, Wash. 233 Broadway 10 t. 
New York City R. 300, ‘eon il. 
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The Free Freight Rate Service 


OF THE 


GERMAN RAILROAD COMPANY 
Freight Information Office 





ceivable kind on freight shipments to and from Germany and Central Europe. The aims 
of this freight information bureau are as follows: ; 


traffic and tariffs of Germany and all countries adjoining Germany. i 


2. Information may be applied for free of charge regarding favorable trans- { 
portation opportunities from, to, and in transit through Germany. i 


3. Irregularities in freight traffic with Germany, as far as it concerns routes 4 
via the German Railroad Company, are investigated on application. h 


freight traffic in order to establish actual demands. ‘ 


While all information is given free of charge, it is pointed out again that the information 
bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
are under no obligation whatsoever for any services received from the bureau. ) 


to export merchandise to Germany and, when it becomes a matter of making shipments and 
any specific questions as to railroad rates, routes, and other essentials arise, they are urged 





945" Write for latest map of Germany, free of charge. ; 


APPLY TO 


| GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 


— 
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11 Broadway, New York City ‘ 


The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general 4 
representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad jf 
Company Freight Information Office, 11 Broadway, New York City. i: 


This bureau is thoroughly equipped to give full information and data of every con- 
{ 


1. Advice free of charge is given to shippers and importers regarding freight if 


4. Furtherance of effective mutual traffic connections by observation of | 


There are many American and Canadian business organizations especially prepared j= 


to make use freely of the services of this bureau for any particulars desired. ; : 
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| Kansas City has 212 existing manufacturing hice, poms | 
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Mia UFACTUR he 
Kansas City 





| reach 15 milion 
people from Kan- 
‘sas City aft less 
transportation 
cost than from any 


| other metropolis 
ft ___ 








(By 1961) 


BY BY.WATER 
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2 INDUSTRIAL COMMITTEE OF THE CHAMBER OF COMMERCE 


! 


KANSAS C ivy {om ee iat 


and I attach the coupon to my letterhead as as- 
surance of my interest, without obligation, of 
course. 


MISSOURI 


* 


Name 


ties commodities bought in large volume whi 
ma . profitably here yet which now are bought in other Address 
markets. “The Book of Kansas City Opportunities” tells 


_— story and will be sent without obligation, Kindly 
coupon. 





11629 
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This Is the Free Book 
Alert Executives Are Reading! 


Babson Institute requested 200 copies . . . manufac- 
turers seeking national distribution find it extremely 
helpful ...... better send today for YOUR copy! 


Within a week you can establish 
branch house service anywhere you 
need it in 126 cities where A.W. A. 
Public Merchandise Warehouses 
operate. Send us your goods... put 
your sales force to work in any or all 
of our 126 major markets... we will 
do everything for you that your own 
redex: nants could do in the physical 
distribution of your goods! And we'll 
do it for less than it would cost you 
to operate your own branch houses! 


We receive merchandise in carload 
or less-than-carload lots... store it 
as long as you wish . . . distribute it 
when and where you instruct us. 
Thus you can achieve strategic “spot 
stock” distribution dung the 
United States, Canada, Cuba, Hawaii 


Public Merchandise Warehouse Division 


...and be able to deliver your 
goods quicker at less cost. 


Many nationally-known manufac- 
turers have successfully used our 
services for years to distribute their 
products economically. Such patrons 
are Beech-Nut, Bon Ami, Borden, 
Carnation Milk, Colgate, Comet Rice, 
Karo, Mazola, Argo, Linit, Flit, Vac- 
uum Oil, Federal Match, Kotex, 
Hoover Sweeper, Lux, Rinso, Life- 
buoy Soap, Mellin’s Food, Postum, 
Ivory Soap, Quaker Oats, Tangle- 
foot, Vick’s Vapo-Rub. .. and thou- 
sands of other products, made by 
manufacturers large and small. 

Possibly the A. W. A. plan of dis- 
tribution will help you! Send today 
for our booklet, and investigate! 


American Warehousemen’s Association 


1731 Adams-Franklin Building, Chicago, Illinois 
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Shipments 


By Routing Your Thru Traffic 


via 


PEORIA GATEWAY 


ROUTE BILL OF LADING VIA 
(P. & P. U. Ry.) AND PEORIA, ILL. 


TUNEL 
i\\ \\\\ : 
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eee FF’ Of the fifteen railroad lines entering 
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TY . ° " 
VC Peoria, the Peoria and Pekin Union 


VINE 
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\ \\.. Railway Company, a terminal and 
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switching line, is the connecting link 
used in the interchange of all the 
traffic between Eastern and Western 
lines and the greater portion of traffic 
between Northern and Southern lines 
passing through the Peoria gateway. 


YY / 


Ve) 
P 
/ 


W, 


LY 


Expedited Switching Service Between the Following Railroads 
Atchison, Topeka & Santa Fe Railway Ce. 
Chicage & Alten Railread Cempany 
Chicago & Northwestern Railway Co. 
Chicago, Burlingten & Quincy Railroad Ce. 
Chicage and Illinois Midland Ry. 
Chicage, Reck Island & Pacific Railway Company 
Cleveland, Cincinnati, Chicage & St. Louis Railway Company 
Illinois Central Railread Company 
Illineis Terminal Railroad 
Minneapolis & St. Leuis Railread Company 
New Yerk, Chicagé & St. L. R. R. Co. (L. E. & W. Dist.) 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peeria & Western Railroad 


Postal card passing reports cheer- 
fully furnished on all carloads. 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Send Today for Your Copy of U.S. Folder Desk Map} 
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F you have not al- 

| I | ready received your 
copy of the United ( 
States folder desk map 
issued by Southern I 
* Pacific, communicate ; , 
promptly with our rep- 
resentative nearest to , 
~ as there are only a 
imited number avail- { 
able. 7 { 
= ft. ys 1 





Southern Pacific 


You are cordially invited to use the facilities of our entire organization in any way we can serve you. 
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Our Platform 


Keep the government out of business. This applies 
' to ocean and inland waterway transportation as well as 
to other business. 
: Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 

_ order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 


A traffic department in charge of a capable traffic. 


man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 
If motor vehicles, intercoastal vessels, and inland 
_ waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





VALUATION AND RATE MAKING 

itera years ago Congress enacted the valua- 

tion law under which the Interstate Commerce Com- 
mission has been attempting to value the railroads for 
ratemaking purposes. The government, in round figures, 
has spent $34,500,000 and Class I railroads have spent 
in excess of $118,000,000 in connection with administra- 
' tion of the law—a total of $152,500,000. That the valua- 
tion undertaking, from the point of view of expense to 
the govenrment, has required a substantial part of the 
money appropriated by Congress for the work of the 
Commission is revealed by the fact that, in the fiscal 
years 1913 to 1929, both inclusiye, the Commission spent 
’ total of approximately $87,000,000, including the 
34,500,000 for valuation work. Notwithstanding the 
effort and money expended, the valuation problem, 
instead of being solved, is still one of the major issues 
in the field of federal railroad regulation. 

A vast amount of work has been done by the Com- 
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mission. Without going into the statistical details, it 
may be stated that the Commission is now going forward 
with a view to bringing down to date its valuations that, 
in a great majority of cases, are as of ten or more years 
ago. It has yet to produce a current final. value of a 
railroad under the valuation act. It valued the St. Louis 
and O’Fallon Railway Company, under section l5a of 
of the interstate commerce act, for the purpose of recap- 
turing one-half of that carrier’s net railway operating 
income in excess of 6 per cent on that value, but the 
Supreme Court of the United States held that the Com- 
mission failed to give consideration to cost of reproduc- 
tion and told the Commission, in effect, to try again. It 
has begun that task, having recently heard further argu- 
ment in the O’Fallon case in the light of the Supreme 
Court’s decision. More recently it has issued a tentative 
valuation of the Brimstone Railroad and Canal Company 
for recapture purposes in which it has set up cost of 
reproduction figures but has not thrown any light by 
discussion on the question of the relation of the Supreme 
Court’s O’Fallon decision to the Brimstone findings. 

Another important phase of the situation is the evi- 
dence of apparent determination of a majority of the 
Commission to have Congress rewrite the valuation act to 
the end that that bone of contention—cost of reproduc- 
tion—may be relegated, legislatively, to oblivion. This 
evidence is contained in the letter recently sent by Com- 
missioner Eastman, as chairman of the Commission’s 
legislative committee, to Senator Couzens, chairman of 
the Senate interstate commerce committee, in response 
to a request for the Commission’s views on the resolution 
offered by Senator Howell, of Nebraska, providing that 
the Commission’s O’Fallon valuation method should be 
the statutory rule for rate making and recapture pur- 
poses. In that letter the majority of the Commission 
agreed that a “fair value” or rate base, “which is depend- 
ent upon and varies with current costs of reproduction, 
is peculiarly unstable.” Following this development 
Senator Howell introduced a bill to give effect to the 
position taken in the letter and also to revise the recap- 
ture provisions of the transportation act. Though the 
Commission does not define the valuation method favored 
by it, it is regarded as being substantially the so-called 
“prudent investment” rule. , 


“The investment theory is unsound both in law and 
economics,” said counsel for the O’Fallon, in a brief filed 
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in the Supreme Court. “Irrespective of changes in price 
levels, this court has repeatedly held that it is the present 
value of the property and not the dollars invested therein 
that is protected by the Constitution. . . . The present 
value theory is supported by principle as well as by 
precedent. The investment theory is economically un- 
sound and rests upon the illusion that the dollar is a 
fxed and unchanging standard of value.” 


In the further argument before the Commission in 
the O'Fallon case, John E. Benton, general solicitor of 
the National Association of Railroad and Utilities Com- 
missioners, took the position that, under the decisions of 
the Supreme Court, from Smyth vs. Ames on down, 
reproduction cost was not “value” but “evidence” only. 

“In the end,” said he, “about all that can be said 
is that the value fixed must be such as will satisfy the 


' court that the owning company has been fairly treated.” 


W. G. Brantley, valuation counsel for southern rail- 


' rads, discussing the O’Fallon decision of the highest 


tribunal, said: “It must now be accepted by everyone 
that the ‘law of the land,’ applicable to the valuation of 
arailroad property for rate-making purposes, requires a 


» due and proper recognition of its cost of reproduction at 
» the time of its valuation as an element of value... . I 
} would caution you, however, that if the (cost of repro- 
' duction) method is to be continued, it must be reasonably 


Carriers should not make reckless or extrava- 
All claims made should rest upon a solid 


estimates which are reasonable, where estimates must be 
We should constantly keep in mind the 


“The cost of reproduction method is of service in 
ascertaining the present value of the plant when it is 
reasonably applied and when the cost of reproducing the 
property may be ascertained with a proper degree of 
But it does not justify the acceptance of 


results which depend upon mere conjecture.’ ” 


Leslie Craven, valuation counsel for western rail- 
roads, discussing the O’Fallon decision, said it seemed 
clear, as a consequence, that, under the present status 
of the law in any case involving the recapture of earn- 
ings, the principles established should not ordinarily 
justify a value less than the present day reproduction 
value. Taking up the question of the effect of the decision 
vn rates, he said there were three major elements that 
controlled the making of rates. The first was the right 
of the railroad to get a return on the value of its prop- 
erty. But that depended on whether two other elements 
were favorable. One was whether business was suf- 
liciently prosperous that the traffic would move under 
charges as a return on the value required. The other was 
Whether the railroads’ competitive relationships were 
such that they would permit themselves to obtain the 
return to which they were lawfully entitled. 

“Either of these two elements may defeat the valua- 
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tion right, and during recent years they actually have 
done so,” he continued. 

The National Industrial Traffic League has advocated 
the substitution of a basis of rate-making “which will do 
away with the necessity for obtaining and adjudicating 
value of common carrier property, a repeal ab initio of 
the recapture provisions and, following this, an amend- 
ment to section 19a so as to preserve the valuation work 
which has been done by the Commission and maintain 
records of the investments of the carriers from time to 
time and of the condition of their properties, without 
requiring an ascertainment of physical value of all car- 
rier properties for rate-making purposes or for any other 
purpose.” 

The effort to solve the “valuation problem” should 
be grounded on the proposition that the nation must have 
an adequate and efficient rail transportation machine. 
Niggardly treatment of the railroads with respect to 
earnings will not produce such a machine. Valuation 
methods designed to keep the earnings of the railroads 
below a reasonable level should be exposed and should 
not be adopted by the Supreme Court of the United 
States, Congress, or the Commission. 

We think more progress would have been made 
toward solution of the problem of valuation and rate- 
making than has been made had the Commission, for 
instance, valued the O’Fallon on the basis urged by the 
minority—that is, set up a figure that would have 
reflected consideration of cost of reproduction—instead 
of having delivered an oration on the evils that would 
follow adoption of the course advocated by the minority. 
We think too much consideration has been given by the 
Commission to what it thinks may be the effect of strict 
compliance with the law governing valuation. It should 
do the job required of it under the rules laid down for 
it to follow. It may, of course, submit recommendations 
to Congress as to changes in the law but, until those 
changes have been made, it should proceed with expedi- 
tion under the law as it is. Such procedure, as a matter 
of fact, would be the most direct way of showing the 
need for a change in the law—if a change is needed. 


We think the problem of valuation for rate-making 
purposes is needlessly complicated by the desire—honest 
or dishonest—to arrive at a base that will not cause 
rates to be too high. The valuation should be established 
by sane and reasonable methods; then the matter of rates 
should be taken care of in the percentage of return on 
valuation to which the railroads are entitled. 


A DEFENSE OF EASTMAN 


Editor The Traffic World: 

In the April 12 issue of The Traffic World, page 958, under 
the heading “Can’t, or Won’t?” an article appears concerning 
the bill introduced by Senator Couzens for the suspension of 
the power of the Interstate Commerce Commission to approve 
railroad consolidations. 

It is difficult to tell whether this entire article is quoted 
from the Chicago Journal of Commerce but, whether this is 
true or not, as one who has been practicing before the Commis- 
sion for a great many years and during all of the time that 
Commissioner Eastman has been a commissioner, I desire to 
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take most emphatic exception to this article, in so far as the 
following paragraphs are concerned: 


When has the Commission made an honest effort to meet the 
requirements of the Supreme Court that railroads must be valued 
like any other property at their true value, instead of what the 
Commission may be pleased to consider their original cost? 

The last time the Commission came into contact with the Su- 
preme Court on this issue, it practically told the court to change its 
mind. A socialist commissioner, Mr. Eastman, who advocates the 
socialist ownership and operation of the railroads, said the Commis- 
sion ought to be allowed to do as it pleased, because it was in the 
thick of things on the stage of events, while the Supreme Court was 
only “a visitor in the gallery.’’ The court, in its opinion, curtly told 
the Commission to cut out the monkey business and comply with 
the stated requirements, if it expected to have its valuations ap- 
proved. 


When Mr. Eastman’s name was proposed last December to 
succeed himself as a commissioner, The Traffic World failed to 
cast any such aspersions on Mr. Eastman as are contained in 
the above article; in fact, I think it can be said that The Traffic 
World wholeheartedly supported Mr. Eastman for re-appoint- 
ment. There certainly has been no change in Mr. Eastman’s 
views on valuations, government ownership, or the like since 
his reappointment. His support came from people who, per- 
haps, know Mr. Eastman much better than anyone connected 
with the Chicago Journal of Commerce. If you are quoting 
from that organ, in my opinion, you have been most unjust in 
doing so. On the other hand, if the article, or any part of it, 
is attributable to The Traffic World, it would seem as though 
your magazine has made a very serious error in casting any 
reflections on such a fearless, capable, and honest public serv- 
ant. If Mr. Eastman is a socialist, then I am also, and there 
are plenty of others who agree with his splendid views and 
with the work he is doing. 

It is, of course, well known that such financial papers as 
the Chicago Journal of Commerce and financiers generally, for 
purely selfish reasons, do not agree with the views of Mr. 
Eastman. This commissioner has been most unselfish in his 
many hours of daily toil to serve the whole public conscien- 
tiously and, to my mind, it is most unfortunate that a paper 
like yours, knowing as you do what a wonderful personal 
service Mr. Eastman has been giving the public and the splen- 
did valuation work of the whole Commission, should tolerate 
the publication of the article in question. 

O. W. Tong, Traffic Counselor. 

Minneapolis, Minn., April 16, 1930. 





The article referred to by Mr. Tong was quoted in its entirety from 
the Chicago Journal of Commerce, as was plainly shown. That it was 
used did not at all indicate that we were in agreement with it. We 
print many things from other people that do not necessarily represent 
our own views. For instance, we are printing Mr. Tong’s Ietter. 
And, by the way, our support of Mr. Eastman for reappointment did 
not necessarily carry with it sympathy or agreement in all his ideas. 
—Editor The Traffic World. 


WATERWAY POLICY NEEDED 


(The Wall Street Journal) 

Constantly, and of late rather more rapidly, the country is 
piling up its inchoate waterway program. It is far from possess- 
ing anything resembling a logical program today, though it 
has on its hands a patchwork of cross purposes and conflicting 
local ambitions. A guiding policy is conspicuous by its absence. 

Within the past ten days the chief of army engineers has 
recommended that Congress empower the Secretary of War to 
“accept” from New York state the latter’s Erie and Oswego 
canals; also that the federal government relieve the state of 
Illinois of its share in the Lakes-to-Gulf route. It is proposed 
that if the United States receives the New York canals as a 
free gift, it expend $27,000,000 on increasing their depth to thir- 
teen feet. The Illinois waterway needs an estimated $7,500,000 
to give it nine-foot depth for a distance of about sixty miles. 
Illinois is willing to be relieved, and the New York legislature 
has passed a bill proposing a constitutional amendment under 
which the state could give its $250,000,000 investment away. 

Each proposal faces its set of complicated obstacles. The 
Illinois canal involves a problem of water diversion from the 
lakes, which is not wholly a domestic issue. The scheme to 
federalize the New York barge canal will doubtless encounter 
jealousy from advocates of the St. Lawrence route, for surely 
the federal government would look foolish if it were working 
upon two economically parallel ocean outlets for the inland seas 
at the same time, not to mention the alternative Gulf route. 

With these and similar propositions made to it, the federal 
government sorely needs to find out where it stands on water- 
ways and how much the people are willing to spend on further 
ventures such as that which resulted only in enormous losses 
for New York state. It needs to find out whether it ought to 
plunge into the transportation business and whether the way 
to regulate freight rates is to subsidize an inferior agency in 
competition with the railroads. 


The Traffic World 


Vol. XLV, No, 15 





Congress created the Inland Waterways Corporation wi, 
the declared purpose to demonstrate the feasibility of barge 
service on the Mississippi and so induce private capital to taj, 
the business off the government’s hands. For 1929, the Corpora. 
tion reports a net loss of $354,000. Adding estimated interest ¢, 
capital and taxes, this means that a private operator would 
have lost well above $1,000,000 on the corporation’s busine, 
last year. How rapidly private capital will relieve the govern. 
ment of its present venture, or assist in making other waterway, 
actual transportation agencies, this income account enable 
anyone to guess. 

In its present state the waterway movement represents 
chiefly the desire of local shippers to get transportation at leg; 
than cost. In actuating motive it differs not at all from an 
other demand for public ownership. ; 


INLAND WATERWAYS DEFICIT 


(New York Journal of Commerce) 


The report of the Inland Waterways Corporation might haye 
been a dreary document had it not been saved by the imaginative 
fancy and prophetic descriptive powers of an unknown gcribe 
He has succeeded by his art in demonstrating that the increg. 
ing success of the government in business may be directly 
measured by the growth in operating deficits. This is a happy 
theory, especially opportune in view of the fact that our muc) 
advertised Mississippi Barge Line is forced to reveal a net logs 
of $108,295* in 1929. 

It appears, however, that this deficit may be regarded as, 
tangible testimonial to the success with which the barge line js 
fulfilling its mission of popularizing transport facilities on the 
Mississippi. There are persons who feel that the best way to 
overwhelm doubters would be for the government barge line 
to produce a statement that did not end in the red. That, 
however, appears to be a crude and outworn view of the pur 
pose of government operation. The government line is there 
to encourage others to engage in the business of transporting 
freight by water. It is there to assist its competitors to take 
business away from it. Consequently the greater the deficits 
of the Inland Waterways Corporation, the more impressive may 
be the tribute to its essential effectiveness. 

The report says: “We may lose more and more freight as 
private competition increases, but if the time should come that 
the government barges ride high and dry on the rivers with 
empty holds and their crews look at privately owned tows 
pushing through the stream, laden until their decks are awash, 
then the government’s final success in business will be written 
when it is driven out of business.” Meantime the citizen who 
helps to pay the salary of this literary genius by contributing 
to federal tax funds that go to cover deficits, feels a bit confused 
by such eloquence. Vaguely he senses a logical hiatus in the 
rational apologia presented to him, but refutation comes hard. 





*This amount should be $354,048.56. The $108,295 is the ‘“‘operating 
loss” shown in the report. 


HOLIDAY IN REDUCTIONS 


In reply to the circular letter sent by President Alba B. 
Johnson, of the Railway Business Association, to chambers of 
commerce, etc., advocating a holiday in freight rate reductions 
(see Traffic World, March 22, page 759), E. A. Frost, chairmal 
of the transportation committee of the Southern Pine Associa: 
tion, wrote thus from Shreveport, La.: 


I have seen your circular to our traffic manager, Mr. A. G. 7. 
Moore. This industry is in full sympathy with the thought that the 
carriers’ revenues should reflect a yield permitting of their prosperity, 
thus directly and indirectly contributing to the prosperity of the 
country at large. 

May I direct your attention, however, to the enclosed copy o 
letters written by me to the presidents and vice-presidents in chargé 
of traffic of our southern railroads, which are self-explanatory? I note 
your suggestion for “a holiday in railway revenue reductions.” Doubt- 
less, you are approaching the subject from the standpoint of shippers 
activities in endeavoring to obtain rate reductions. This suggestiol, 
no doubt, is commendable, but I am confident that after reading the 
enclosures you will agree that the Great Northern and Northern Pa- 
cific have inaugurated a veritable Roman orgy of voluntary rate reduc- 
tions on the part of the carriers themselves, based on a mere yield 0 
“something” over costs of transportation. By contrast, the shippers 
efforts to secure just and reasonable maximum rates within the meal- 
ing of the law, are commendable. 


MONEY FOR COMMISSION 


The Senate has passed the independent offices appropriation 
bill carrying a total of $9,329,963 for the Commission for the 
fiscal year ending June 30, 1931, as compared with $8,322,65) 
as carried in the bill when it passed the House. The increase 
of $1,007,313 is for the valuation work of the Commission. The 
bill now goes to conference for adjustment between the Housé 
and Senate of the disputed items. 
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Current Topics in 
Washington 





Pe eile 


Flaming youth presents no such 
problem as the bus and the family 
automobile have placed, not merely 
before the passenger traffic manager, 
but before the whole railroad family 
—in fact, before all the railroad fami- 
lies from Dan to Beersheba. That needs no statistics as a 
foundation. The outbreak between the Pennsylvania and the 
Baltimore and Ohio because the latter proposed to make coach 
fares as low as bus fares, on a few trains and between a few 
points (see Traffic World, April 12, p. 969), taken with the de- 
termination of the latter to take more time for consideration, 
shows the explosive character of the situation. 

It is possible, though not probable, that Daniel Willard, by 
reason of the tariffs filed and then withdrawn or canceled, ob- 
tained something from W. W. Atterbury that he desired. Rail- 
road presidents, sometimes, emulate the heathen Chinese, who, 
with a look of resignation, made a gesture as if to throw his 
five cards into the discard before he was asked how many cards 
he thought he needed and then decided, when everybody had been 
helped, that he would play the five he had made a pretense of 
throwing away. He had four aces—in a part of the country 
where “straights” and “flushes” were not being played. 

However, there is no reason for believing the proposed re- 
duction was anything of the sort. Loss of business to busses 
and private automobiles is a sad and solid fact not lending 
itself to gestures. The fact that the eastern executives held 
a conclave on the subject, it might be suggested, was sufficient 
to show the seriousness of the matter and its lack of connection 
with any other. If there had been any ground for suspecting 
fhat the matter was but a bit of by-play between Willard and 
Atterbury, no others would have been interested enough to attend 
a meeting. 

The Baltimore and Ohio, according to reports, was persuaded 
to stop, look, and listeen by reports laid before it indicating 
that what it had proposed as a measure of relief would prob- 
ably bring nothing more solid than grief, not merely to itself, 
but to all other railroads. ‘Probably to a layman it would seem 
that, if rates were offered for rides in the day coaches as low 
as in busses, the railroads would get back some of. their pas- 
senger business. But the Pennsylvania suggested that the 
busses would merely cut under and the last estate of the rail- 
roads and the busses would be worse than the first. 


A suggestion on that head was that the busses could not 
hold out in a grueling competition with the railroads—that 
ultimately they would have to quit the competition and leave 
the field to the railroads. That, however, did not wash well. 
It was pointed out that probably many bus companies were 
operating at a loss without knowing it and that, when they were 
put out of business, others equally ignorant would take their 
places. It was also pointed out that the automobile industry 
was blessed with many high-powered salesmen who would be 
able to sell~busses to men willing to invest their money in 
such common carrier vehicles notwithstanding the bankruptcy 
of former bus operators, the whole suggesting a competition 
fully as costly to the railroads as the competition with water 
carriers had been. Some of those arguments may have been 
presented to the Baltimore and Ohio. 

_ Another suggestion that came forward in the course of the 
discussion before the cancellation of the tariffs was that, if 
the railroads really charged passengers in Pullmans what they 
should, they could make rates for coach passengers that would 
enable them really to compete with the busses. However, there 
has been such opposition to the so-called Pullman surcharge 
that neither the railroads nor the Commission could withstand 
the uproar that would be created by a proposal to increase 
charges for passengers in Pullmnans. 


Devising a Scheme to 
Meet Bus Competition 
a Man-sized Job 





Florida officers appear to know how 
to make railroads post bonds or make 
agreements guaranteeing the payments 
they think are due them. They asserted 
that the Atlantic Coast Line owed them 
th some taxes. The Atlantic Coast Line 

Ought and still thinks it does not owe the money. Florida’s 
'ax Officers sent the sheriff out to seize a “passel” of coast line 


Too Bad the 
Brimstone Is Not 
Operating Now 
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trains. Then the coast line made an arrangement satisfying 
Florida. 

It may be recalled that the Commission some time ago 
announced its conclusion that the Brimstone Railroad and Canal 
Company owed a relatively vast sum as excess income. In 
addition, it directed the railroad with the hellish name to pay 
or to post a bond guaranteeing payment of that sum. The 
railroad did neither. Instead, it prayed that certain things 
the Commission had put into its report be deleted, cut out, or 
otherwise eliminated. Thereupon the Commission, not being 
kindly disposed, denied the prayers and directed the road, forth- 
with, to post a bond. 

But that has not been done. One might ask the Commission 
what it was going to do about it except for the fact that it had 
set the matter down for hearing on May 19. That means there 
is going to be more talk. 

Now that Florida has shown how to get a bond or its 
equivalent out of a common carrier, it might be surmised that 
the Commission would do likewise. The only trouble is that 
the Brimstone is not operating. The track may be torn up, in 
places. Even if a sheriff were sent out to seize the rest of 
the property, it is suspected that that would not persuade the 
carrier to post a bond. The road might even thank the Com- 
mission for sending out a sheriff to grab the property, because 
the presence of the officer might deter feloniously inclined 
neighbors from the execuation of their plans. 





Unless there were facts not disclosed 
when attacks and defenses of the proposal 
of the north coast Pacific lines to make 
a 30-cent flat rate on merchandise usually 
taking one of the first four classes began coming to the Com- 
mission, that fight appeared to be a clear-cut tussle between 
railroads on one side and truck lines on the other. (Elsewhere 
in this issue.) Hitherto, in the east and in the southwest, some 
railroads, but not all, have tried to meet truck competition by 
establishing container-car service. Others have opposed that 
method, without, however, suggesting any other of their own. 

In the matter of container-car service, the railroads have 
a talking point in justifiaction of their slashing of class rates. 
Hauling stuff in containers relieves them of handling through 
freight houses and the paper work of taking care of many ship- 
ments in a single car. In addition, they cannot be held liable 
for breakage inside the containers unless the shipper can show 
that the breakage is due wholly to unusual rough handling by 
the carrier. 

On the face of it, the Seattle-Tacoma-Portland rate will be 
open to the use of anyone bringing a small carload to the 
railroads in those cities, the minima of 15,000 and 20,000 pounds 
being small carloads when the possible loading of canned goods, 
paint, wire rope, and such things is remembered. It is assumed 
that the trucks which assert that their class rates are higher 
than those of the railroads give pick-up and store-door delivery. 
Inasmuch as, according to the truck men, their first class rate 
is 80 cents, while the railroad first class rate is 68 cents, the 
trucks give themselves 12 cents for the two terminal services 
and do the line-hauling for the same number of cents as the 
railroads. The latter, if the truck men’s figures are accurate, 
propose making indirect terminal allowances to anyone using 
the 30-cent rate, ranging from 11 to 38 cents a hundred pounds 
by their cut of the rates. The case should be extremely inter- 
esting to those who believe that some day the railroads will 
be offering pick-up and store delivery rates as a method to 
meet competition. 


Reaching for 
Vanishing Freight 





In the name of the conservation of 
natural resources many things are pro- 
posed by officers of the government that, 
in the opinion of those whose eyes have 
not been opened to the beauties of con- 
servation, seem like violations of the 
anti-trust laws. If the butchers or the lumbermen got together 
and did what-the Federal Oil Conservation Board did this week, 
it is believed that Attorney-General Mitchell would burn the 
soles of his feet, so rapidly would he move to put the Sherman 
law on them, because he is suspected of not believing in the 
“rule of reason” in the enforcement of the anti-trust law. 

For instance, that board, through a committee of economists, 
in a veiled way, has suggested to the oil industry that it pro- 
duce only 942,800,000 barrels of crude oil this year. Last year 
the production, in round numbers, was 1,006,000,000 barrels. The 
committee estimates that the demand for gasoline will be 
476,700,000 barrels, an increase of about 9 per cent over last 
year. By cracking the crude run to still a little harder than 
last year the committee assumes that the output of cracked 
gasoline can be run to 161,000,000 barrels by adding a little 
from the stocks of gasoline and fuel oil. The committee has 
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gone so far as to suggest that, for the rest of this year, pro- 
duction of crude can be allocated, on the daily basis of 610,000 
barrels from California, 655,000 from Oklahoma, 750,000 from 
Texas, 480,000 from all other states, and 78,000 from storage. 

Adoption of the suggestion by the producers of well oil 
would result in leaving in the ground the difference between 
1,006,000,000 and 942,800,000 barrels. Inasmuch as the potential 
production runs far above 1,000,000,000 barrels, the suggestion 
is that the men and companies having wells choke back their 
flow to the extent indicated. A suggestion of that sort, made by 
butchers, bakers, lumbermen, steel men, or cement men, it is 
believed, would bring into activity the trust-busting part of the 
Department of Justice. The makers of lumber, steel, and ce- 
ment use raw materials, other than coal, that are supposed to 
be in need of conservation. 





There may be a profound reason of 
state for the Commission’s having made 
a formal case of No. 22409, Libby, Mc- 
Neill and Libby (of Honolulu) Ltd., vs. 
Oahu Railway and Land Company (else- 
where in this issue). But, if so, the 
Commission, for the same reason that constrained the Conti- 
nental Congress to tell the world why it adopted the Declaration 
of Independence, it might be suggested, should have indicated 
to the world why it thought a claim by the complainant that 
a rate of 50 cents a ton on pineapples carried on flat cars for 
6,400 feet, on the island of Oahu, was unreasonable, should 
have been made such a solemn proceeding. The packing com- 
pany claimed the rate was unreasonable to the extent it ex- 
ceeded 25 cents, the subsequently established rate. The railroad 
admitted the accuracy of the allegation when it applied for 
permission to refund to the complainant. 

‘ But the matter was forced out of the bureau of informal 
cases to the formal docket—under the shortened procedure, it 
is true, but on the formal docket, nevertheless. There division 
5 considered the matter and solemnly agreed with the complain- 
ant and the railroad company that the packer was entitled to 
a refund on 1,190 carloads. The report showed that the haul 
was less than the haul to the canning plant of a competitor of 
the complainant. The competitor, however, happened to be 
within the switching limits of Honolulu. It, therefore, obtained 
the benefit of the switching rate of 25 cents a net ton, while 
the complainant, for the shorter haul, had to pay 50 cents a 
ton simply on account of a line drawn on a map. 

If there was a suspicion that a rebate was being attempted 
or that some important principle was involved the Commission 
might have indicated the fact as at least an excuse for requiring 
formal procedure which meant making a record for all future 
generations to read.—A. E. H. 


TRANSPORTATION COORDINATION 


A comprehensive and unbiasted study of the whole subject 
of coordination of various transportation agencies to the end 
of more efficient and flexible transportation is made available 
to the student or practical transportation man through the pub- 
lication of “Coordinated Motor-Rail-Steamship Transportation,” 
by G. Lloyd Wilson, professor of commerce and transportation, 
Wharton School of Finance and Commerce, University of 


Cumbering the 
Books with 
Useless Information 


Pennsylvania, published by D. Appleton and Company, New 
York. 
The author states his thesis thus: “That the interests 


of the shipper, the carriers and the public are best served if 
each instrumentality of transportation is used in the services 
to which it is especially fitted and for which it is most efficient 
and economical. The place of each agency is definitely ascer- 
tained by experiment, analysis, and adjustment, and not by 
a priori reasoning. There should be a careful examination of 
the claims of each type of carrier, with the best interests of 
the public as the ideal.” 

He has attempted that in the volume, he says in the preface. 
By coordination, he explains, is meant the relating-of one form 
of transportation to another in such way that the peculiar vir- 
tues of each will be exploited to the fullest. If the motor 
carrier is the most efficient agency for short-haul transporta- 
tion, that should be recognized and the job turned over to it 
to the degree that efficiency and public demand require. An- 
other aspect of the meaning of the term “coordination” has to 
do with a dovetailing of the physical facilities of the various 
agencies so that the members of the transportation machine 
will work with least friction. 

Professor Wilson makes it clear that he does not mean that 
one type of agency should be subordinated to another—that 
motor carriers should necessarily be owned by the rail lines, 
for example. “Coordination, which implies only the union of 
various classes of carriers to improve the efficiency of trans- 
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portation, may be achieved through independent ownership ang 
operation of motor vehicles as well as by ownership an 
operation of motors by railroads and steamship lines or py 


subsidiaries of the rail and steamship lines,” he says. “Jojnt 
through rates and services by rail and motor routes will go 
much to establish a satisfactory system of coordination.” 

In the concluding chapter, “The Objectives of Coordination, 
he expresses the view that creation of a “comprehensive, articy. 
lated transportation system” will require both state and federa| 
regulation of the elements of such a system, as well as of the 
whole. “Motor transportation within state boundaries is noy 
quite generally regulated by state public utility commissions,” 
he points out, “but, while interstate railroads, pipe lines, express, 
and some other carriers are regulated, interstate motor carriers 
are not, though there is no logical reason for the policy.” 

The book not only covers the theoretical aspects of the 
subject, but presents a comprehensive survey of trends of the 
“transportation age,” with particular attention to existing fa. 
cilities coordinating services of the carriers of different types, 

Chapters are devoted to such subjectts as “Terminal Motor 
Freight Services in New York,” “Container Car Service,” “Ter. 
minal Cartage Service in England,” “Store Door Freight Service,” 
“Steamship Motor Coordinated Services,’ ‘Motor Rail Cars,” 
ete. 


COORDINATION OF FACILITIES 


Coordination of all transportation facilities “to the end that 
the public may obtain the best possible results in their opera. 
tion,” was advocated by P. W. Coyle, traffic commissioner of 
the St. Louis Chamber of Commerce, in an address at the annual 
banquet of the Missouri Truckmen’s Association, at the Central 
Hotel, St. Louis, April 13. “All communities should thus be 
given full benefit of the public highways into which we are all 
putting our money daily,” he continued. No such results, as 
far as unification of rail and trucking services were concerned, 
could be obtained without effective organization of trucking 
interests in advance, he held. 

“Within a zone of fifty to seventy-five miles surrounding 
the principal distributing centers lies a great opportunity for 
the development of motor truck service,” he said. “But that 
service must be of a character which will inspire confidence in 
its stability and in its ability to satisfy its patrons that it is 
indispensable in building and maintaining the trade of the 
communities involved.” 

He urged coordination of forces of the association to obtain 
legislation “such as will protect you in your legitimate efforts 
to give the public the expedited service available only by the 
economic use of the modern facilities at your command.” 


SENATORS AND SAND RATES 


The Trafic World Washington Bureau 


Additional criticism of Senator McKellar of Tennessee from 
protestants in I. and S. 3250, sand, gravel, silica, stone and 
chert, between, from and to points in Mississippi Valley terri- 
tory, has been uttered by attorneys for the city of New Orleans 
and the Louisiana Highway Commission. They said they had 
not received any briefs filed by the senator and were, therefore, 
merely referring to the senator’s letter which the Commission 
had made public. 

“We feel that our case was fully briefed and argued before 
the entire Commission,” say the Louisiana attorneys. ‘While 
we were not accorded the time necessary to present fully all the 
points in the case, in the limited time allotted we did call the 
Commission’s attention to those missing facts of record which 
we considered essential. 

“We do not agree witn the general intimation in Senator 
McKellar’s letter that the protestants did not present their case 
as fully as time permitted. Much more detail could have been 
indulged in, but this did not detract from the outstanding 
features of the case, the principal one of which is, that the 
carriers did not fulfill their obligation placed upon them by the 
interstate commerce act, of justifying their proposal to increase 
their rates in the Mississippi Valley 35 per cent or more where 
there is an actual movement of traffic by a preponderance of 
proof. 

“We write this letter as an indication that we feel that we 
did in briefs filed and on oral argument stress not only the 
complete failure of the carriers to make out a case justifying 
such drastic increases in rates on the traffic involved, but also 
the need and propriety of the Commission giving weighty col 
sideration to public policy in suspending permanently the rates 
proposed by the carriers, especially where there is no dispute 
of the pronounced absence from the record of evidence showing 
that from the standpoint of the cost of the service, remunera 
tiveness of the present rates, or other operating statistics, the 
proposed rates are just and reasonable.” 
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Decisions of Interstate Commerce Commission 





CHIPBOARD AND PULPBOARD 


The Commission, by division 5, in No. 20729, Marley Paper 
Manufacturing Co. vs. A. C. & Y. et al. and No. 20730, Shenan- 
doah Boxboard Corporation vs. Same, has found not unreason- 
able or otherwise unlawful, the rates on chipboard and pulp- 
poard, from Childs and Marley Mills, Md., and Winchester, Va., 
to destinations in official territory subject to one exception. The 
exception was that the rates on chipboard, from Winchester to 
Akron, Cleveland, Columbus, Coshocton and Sandusky, O., 
Anderson, Ind., and Chicago, Ill., were unreasonable prior to 
December 5, 1927, to the extent they exceeded the contemporane- 
ous rates on like traffic from West Point, Va., to the same 
destinations, minimum 40,000 pounds. 

A further finding was that the rates from Childs, Marley 
Mills and Winchester to Atlanta, Ga., were and for the future 
would be unreasonable to the extent they exceeded or might 
exceed a rate of 47 cents, equal to ninth class, minimum 36,000 
pounds. That rate is to be made effective not later than June 
30. Reparation was awarded to the complainants. 

The complainant in No. 20730 contended that the rates from 
Winchester to the Ohio, Indiana and Illinois points mentioned 
were in violation of the long and short haul provision of the 
fourth section in that they exceeded the rates from West Point. 
Prior to December 5, 1927, the routing in connection with the 
rates from West Point was unrestricted and thereby the route 
through Winchester was open and available. Although that 
rate situation, the report said, would be considered in contra- 
vention of the fourth section, the rates from West Point were 
made subject to Rule 77 and thereby brought into substantial 
compliance with the requirements of the fourth section. Rout- 
ing, however, was restricted on December 5, 1927. The carriers 
contended that Rule 77 was inapplicable. The Commission, 
however, held the rule applicable for the reasons set out in 
Boldt Paper Mills vs. Director-General, 62 I. C. C. 471, California 
Packing Corporation vs. Director-General, 78 I. C. C. 190, and 
Elaborated Ready Roofing Co. vs. C. & E. IL, 109 I. C. C. 401. 
It said that the complainant in No. 20730 had proved its right 
to reparation. 

The complainants, to the territorial extent indicated, as- 
sailed the rate structure on the two commodities mentioned both 
in official and southern territories as unreasonable and other- 
wise unlawful in the particulars indicated by the findings. 

Complainants, the report said, sought rates based on a dis- 
tance scale in which the base rate was 15.5 cents, applicable 
on newsprint paper from the Fox River group in Wisconsin to 
Chicago, 234 miles, found reasonable in Minnesota & Ontario 
Paper Co. vs. N. P., 66 I. C. C. 571. With that rate as a base 
the complainants by a formula prepared by Isaac Born and 
Ferdinand Born, proposed rates for distances up to 1,000 miles, 
which, generally speaking, varied directly as the square root of 
the distance. The Commission, in a footnote to its report, said 
that the same scale could be produced by using as the base 
rate the rate of 14.5 cents on newsprint paper from the Fox 
River group to St. Paul, Minn., 201 miles. 

Defendants, the report said, contended that the scales con- 
structed in that manner did not give proper recognition to the 
cost of service, including terminal costs, for short hauls as 
compared with long hauls. The Commission said that that con- 
tention was supported by its decision in the recent southwestern 
revision in which it was stated that no generally accepted 
mathematical formula had been developed for the construction 
of distance scales. Continuing, the Commission said: 


That most of the scales made by carriers or prescribed by us 
had been made to fit particular transportation situations; that freight 
rates combined two cost factors, terminal cost and line-haul cost, 
the first remaining constant regardless of the length of the haul, 
and the latter, according to the generally accepted theory, being some- 
what higher for the shorter than for the longer hauls. Therefore, 
complainants’ showing is not convincing that their proposed scale 
woud be proper for application throughout the extensive area em- 
raced in these proceedings. Furthermore, it has not been shown that 
rates on boards and newsprint should be on the same level. In any 
=~ the base rate proposed by complainants can not be considered 
lin a standard of reasonableness for boards. This conclusion is in 
Indi With two recent decisions covering rates on paper articles. In 
C er Chamber of Commerce vs. C. & N. W. Ry. Co., 146 I. 
wests 507, we said that a revision of some of the rates on paper in 
~’ ern territory might well be considered. In Scharff-Koken Mfg. 
poo Atchison, T. & S. F. Ry. Co., 151 I. C. C. 270, involving rates 
op Tawboard, chipboard, and other paper boards from certain points 
a — territory to St. Louis, Mo., we refused to accept rates in 

Stern trunk-line territory as standards of reasonableness. 


Commissioner Brainerd concurred in the findings of the 
ority except to the effect given by his colleagues to the 


maj 


publication in the tariffs of Rule 77 which, he said, resulted in 
this case in a finding that the same rates applied from Win- 
chester, Va., to points in C. F. A. territory were both reason- 
able and unreasonable. They should, he said, be found reason- 
able. 


STAMPED WARE AND TINWARE 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of new rates not later than 
June 30 have been made in No. 21927, Boyle Manufacturing Co. 
vs. Southern Pacific et al., the Commission, by division 3, finding 
the rate on stamped ware and tinware, in straight or mixed 
carloads from Los Angeles, Calif., to Phoenix and Tucson, Ariz., 
unreasonable, to the extent that it exceeded or may exceed 95 
cents, minimum 22,000 pounds. The report said that this finding 
was without prejudice to such finding as might be made upon 
a more comprehensive record in No. 22426, Rates and Minimum 
Weights on Metal Containers, and other cases consolidated 
therewith. 

Commissioner Lewis, dissenting, said that the predominating 
articles in the complainant’s production were for the most part 
rated fourth class, minimum 20,000 pounds, with a few rated 
third and second class and a few rated lower than fourth. He 
said that the prescribed fourth class rate for 463 miles within the 
southwest, outside of Texas differential territory, was 94 cents. 
By comparison therewith, he said, he could not agree that $1, 
the rate assailed, for that distance from Los Angeles to Phoenix 
and Tucson was unreasonable. He said that while relatively 
lower rates were shown to apply from competing eastern origins 
to the same destinations, the report reviewed no evidence which 
established that undue prejudice and preference had in fact 
resulted. He said the complaint should have been dismissed. 


LUMBER IN NEW ENGLAND 


With Commissioner Porter dissenting, the Commission, by 
division 3, in No. 21662, Fall River Chamber of Commerce for 
and on behalf of the East Freetown Saw Mill Co., vs. B. & M. 
et al., has found rates on round edge lumber, from points in 
Maine to Fall River, Acushnet, and New Bedford, Mass., unreason- 
able to the extent they exceeded or may exceed 90 per cent of 
the contemporaneous sixth class rates, minimum 36,000 pounds, 
except that when box or rack cars are loaded to cubical or visible 
capacity, actual weight will apply, but in no case less than 
30,000 pounds. Reparation was awarded. Rates on the new 
basis were ordered to be established not later than June 30 from 
Allens, Damariscotta Mills, Winslows Mills, Wiscasset, Waldoboro, 
Bath, and Richmond, Me., to the Massachusetts points heretofore 
mentioned. ‘ 

In his dissent Commissioner Porter said that the Commission 
had approved sixth class in official territory in White Pine 
Asscyiation vs. Director General, 81 I. C. C. 401; Shafer Lumber 
Co. vs. Director General, 88 I. C. C. 472; and Central Penn Co. 
vs. S. & N., 120 I. C. C. 239. He said that New England was 
generally conceded to be the highest rated part of official terri- 
tory. He added that the rates under attack had been approved 
by the Commission; that they were generally lower than or the 
same as those fixed by the Commission in New England Lumber 
Rates, 31 I. C. C. 553, 43 I. C. C. 641, and Woodstock Lumber 
Co. vs. Bangor & Aroostook, 129 I. C. C. 255. 


COMMISSION REPORTS 


Common Brick 


No. 21929, Oehler Building Material & Fuel Co. et al. vs. 
Southern et al. By division 3. Rate, common brick, Albion, 
Ill., to St. Louis, Mo., inapplicable. Reparation awarded to the 
basis of the applicable rate of $1.15 per net ton. Commissioner 
Aitchison, concurring in part, said he agreed with the majority 
that the common brick rate was applicable on shipments of 
the smaller articles but that he did not agree with the conclu- 
sion that the common brick rate was applicable on the so-called 
larger bricks or blocks. 

Fresh Peaches 

No. 17881, Caruso, Rinella, Battaglia Co., Inc., vs. Southern 
et al. By division 4. Rates, fresh peaches, Molena and Yates- 
ville, Ga., to Oneonta, N. Y., unreasonable to the extent they 
exceed $1.38 and $1.37, from Molena and Yatesville, respec- 
tively, resulting from failure of carriers to establish rates to 
Oneonta, under Rule 77, the same as were applicable to Albany 
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and Schenectady, N. Y. Reparation of $481 awarded. This re- 
port embraces a sub-number, Same vs. Same. 


Carbon Bisulphide 


No. 20787, Industrial Rayon Corporation vs. Pere Marquette 
et al. By division 4. Defendants’ failure to publish and apply, 
on carbon bisulphide Midland, Mich., to Cleveland, O., the rate 
to a more distant point and made subject to Rule 77, unreason. 
able to the extent that it exceeded 30 cents. Reparation 
awarded. 

Prepared Roofing 


No. 22227, Van Deren Hardware Co. vs. Erie et al. By 
division 4. Rate, prepared roofing, Niagara Falls, N. Y., to 
Hazard, Ky., unreasonable, and in violation of the aggregate 
of intermediates provision of section 4, to the extent it exceeded 
50 cents. Reparation of $185.42 awarded. 


Corn Flakes 


No. 21839, Jersey Cereal Co. vs. Ann Arbor et al. By divi- 
sion 3. Complaint dismissed. Carload minimum assailed, corn 
flakes, in packages, in cases, from Cereal, Pa., to destinations 
in the United States and Canada, applicable and not unreason- 
able or unduly prejudicial. 


Street Passenger Cars 


I. and S. No. 3368, street passenger cars and railway cars 
from Cincinnati, O., and other eastern points to Salt Lake City, 
Utah, and Pacific coast destinations, transcontinental. By divi- 
sion 3. Schedules proposing increased rates, street passenger 
cars or car bodies, railway cars, or railway car bodies and parts 
thereof, eastern transcontinental points to Salt Lake City, points 
in Montana and intermountain and Pacific coast territory not 
justified. Suspended schedules ordered canceled and proceed- 
ings discontinued. 

Wool and Mohair 


No. 21603, Arizona Corporation Commission et al. vs. Santa 
Fe et al. By division 5. Rates, wool and mohair in the grease, 
Arizona points to Los Angeles Harbor and San Diego, Calif., 
unreasonable to the extent they exceeded or may exceed 55 
per cent of the corresponding first class rates. New rates to 
be established not later than June 30 to San Pedro, East San 
Pedro, Wilmington, Long Beach and San Diego. 


Junk Copper 


No. 22116, Louis Cohen & Son vs. Central of New Jersey 
et al. By division 2. Rate, two carloads, junk copper, Williams- 
port, Pa., to Carteret, N. J., inapplicable. Applicable rate, 25 
cents, minimum 36,000 pounds, not unreasonable. Reparation 
of $25.20 awarded. 

Fresh Pineapples 


No. 22409, Libby, McNeill & Libby (of Honolulu), Ltd., vs. 
Oahu Railway & Land Co. By division 5. Carload rate, 50 
cents per net ton, fresh pineapples, in lug boxes on flat cars or 
gondolas with sides down, wharves at Honolulu to Libby Station, 
the latter just outside of the switching limits of Honolulu, 
Hawaii, unreasonable and unduly prejudicial to the extent it 
exceeded 25 cents per net ton, the subsequently established rate, 
to which rate the carrier was willing to make reparation. Rep- 
aration awarded. 


HOCH-SMITH PETROLEUM 


As the arguments progressed in No. 17000, part 4, Hoch- 
Smith petroleum and part 4-A of the same proceeding (see 
Traffic World, April 12), it became obvious that while the level 
of the rates was of major interest on account of pipe line and 
barge competition, the question of relationship was equally 
prominent. Expressions of representatives of conflicting shipper 
and carrier interests seemed to indicate that in the last analysis 
the relationship question, to a number of groups, outweighed 
the question of level. 

When the carriers presented their views it was disclosed 
that the mid-continent refiners, represented largely by H. D. 
Driscoll, and the southwestern lines, represented in part by 
M. G. Roberts, were at one in objecting to the recommendations 
of the examiners that the Commission issue a minimum and 
maximum order requiring the carriers to establish and main- 
tain rates from the mid-continent and related groups to Kansas 
City and St. Louis as prescribed in Midcontinent Oil Rates, 
1925. The carriers, in publishing rates in compliance with the 
decision in that case, took 1.5 cents per 100 pounds less. The 
examiners thought it essential that the southwestern carriers, 
to remove undue prejudice to refiners near St. Louis, should be 
required to raise those rates. In that recommendation they 
were supported by J. W. Van Slyke, representing the Shell 
interests, with refineries at Roxana, Ill., and Arkansas City, 
Kan., the latter in the mid-continent groups, drawing crude for 
for the Roxana refinery by pipe line from the mid-continent. 

The southwestern carriers vigorously opposed the proposal 
to “freeze” the rates to the gateways on the ground that, the 
production in the southwest far exceeding the consumption 
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demand in that part of the country, it was absolutely essentig 
to the southwestern railroads that they have some discreti, 
in meeting pipe line competition. 

The Illinois Central, by Elmer A. Smith, asked the (Cop. 
mission to leave the rates in the Mississippi valley, from th, 
New Orleans and Baton Rouge, La., group, as they were s0 x 
to enable the Illinois Central to do something to meet the cop. 
petition of the refinery barges operating on the Mississippi. }, 
said they had taken 4,800 cars a year from the Illinois Centra); 
traffic between the Louisiana refinery points and Memphis 
Tenn., and that it would like an opportunity to regain some o 
that traffic. That carrier also objected to the separation of th 
Louisiana refineries into two groups except to destinations 25) 
or more miles from New Orleans, pointing out, among othe 
things, that there was no such disruption of the Shreveport, La. 
Eldorado, Ark., group. It said that the Gulf interests alone 
objected to the adjustment in the valley. Ed. P. Byars, fo 
north Texas refinery interests, also objected to the disruption 
of the group now embracing Wichita Falls and Fort Worth, 
Tex., on the ground that no shipper therefrom had objectej 
and that there was no ground for disruption unless it was show 
that grouping damaged some interest. 

The Burlington, witth some mileage in the southwest, sug. 
gested that rates less than 31.5 per cent of first class in the 
southwest would be less than reasonable. The southwesten 
carriers, with big mileages in the territory, had proposed 3) 
per cent of first class but Walter McFarland, for the Burlington, 
said that rates in that territory should be on the same per. 
centage of first class as in western trunk line territory. 

Southeastern carriers, whose spokesman was W. N. Me. 
Gehee, protested against what they said would be a $3,500,000 
reduction in their revenues that would be caused by the adop 
tion of the report of Examiner John B. Keeler, made in the 
southeastern part of the case, on which arguments were made 
about a year ago. He brought up that part of the general Hoch. 
Smith investigation because the examiners in the southwestem 
part proposed rates to Florence, Ala., and other points in that 
state as well as to points in the Mississippi Valley part of 
southern territory, thereby making the whole matter subject 
to discussion. He said that the southern carriers, between 192) 
and 1925 sacrificed $1,400,000 of their revenue on account of 
the fourth section requirements. In 1923 and 1924, he added, 
the southern carriers were at the top in the matter of net 
income, while in 1928 and 1929 they fell to the bottom. He 
asked the Commission where, in view of the reductions on 
many commodities that constituted large parts of their traffic, 
the revenue to make good the losses was to be obtained. 


REASON FOR LONG LEASES 


In the course of testimony in behalf of the Pennsylvania’ 
application, Finance No. 8146, for authority to take a 999-year 
lease on the property of the West Jersey & Seashore, A. J. 
County, vice-president in charge of finance and corporate relé- 
tions of the Pennsylvania, explained why the Pennsylvania pre 
ferred, in this case, a long lease, to consolidation of the prop 
erties. He made the explanation in answer to a question pil 
to him by Examiner Ralph R. Molster, who was holding the 
hearing. Seemingly, the chief reason was that if a consolidation 
were made the whole Pennsylvania property would become 
taxable in New Jersey. 

Before mentioning that item of expense, Mr. County said 
that it had been the policy of the Pennsylvania, for more than 
forty years, to reduce the number of companies composing its 
system as fast as possible. In that period he estimated that 
the number of companies had been reduced from about 600 to 
about 100, eight of which were operating companies. Examine! 
Molster suggested that the witness could hardly be expected 
to say from the experience of the company why a 999-year 
lease was desirable. 

Mr. County said that the company, however, could give its 
experience with leases running from 60 to 90 years. The mail 
reason for long leases, Mr. County said, was the ease created 
thereby in financing. He said that when a short term lease 
was suggested investors were not interested. Twenty and 
thirty year leases, he said were short term leases. In case of 
short term leases, he said, the first question raised was as 1 
the term of bonds. Inevitably, it seemed, he said, question‘ 
were also raised as to whether the company holding the pror 
erty under a lease was maintaining it in accordance with the 
terms of the lease. Long term leases, he said, did not crealt 
questions of that sort because no financing arrangements made 
now would be influenced by the possibility of there having ' 
be new terms within the life of bonds. , 

Under the proposed arrangement between the West Jers¢! 
& Seashore and the Pennsylvania, the latter holding nearly io 
per cent of the former’s stock, the bonds of the subsidiary, 
under the law of New York, would become legal investment 
for savings banks and other holders of trust funds. That Wa 
regarded, the witness said, as a desirable status for any security. 
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Proposed Reports in I. C. C. Cases 





IRON AND STEEL TO KANSAS 


In a proposed report in No. 22812, Topeka Chamber of Com- 
merce et al. vs. Santa Fe et al., and No. 23103, Same vs. Same, 
Examiner D. C. Dillon, has recommended that the Commission 
find unreasonable the rates on iron and steel articles, from St. 
Louis, Mo., Chicago, Ill., Ashland, Ky., Middletown and Youngs- 
town, O., Pittsburgh and Bethlehem, Pa., and Wheeling, W. Va., 
and points taking the same rates to Topeka, Kan., and to other 
destinations in Kansas when fabricated in transit at Topeka. 
He said that reparation should be denied. 

Dillon said that the Commission should find that the as- 
sailed rates were and for the future would be unreasonable to 
the extent that they exceeded or might exceed 40 cents from 
St. Louis to Topeka; 47 cents from Chicago; 60 cents from 
Ashland; 56 cents from Middletown; 62 cents from Youngstown 
and Wheeling; 63 cents from Pittsburgh and 74 cents from 
Bethlehem. He said that rates from the other points of origin 
should bear the present relationship to the nearest point from 
which a rate was specifically prescribed and that the rates to 
other destinations in Kansas, on iron and steel articles fabricated 
in trasit at Topeka, should be made by adding to the rates pro- 
posed to Topeka arbitraries which represented the difference 
between rates for distance to Topeka and the distance to the 
destinations under the column 32.5 Kansas-Missouri scale. 

Complainants, the examiner said, sought distance scale 


' rates from points in Ohio, West Virginia and Pennsylvania made 
’ by using the rates prescribed on iron and steel articles in 


eastern territory, in Iron and Steel Articles, 155 I. C. C. 517, 
for the entire distance and by adding thereto arbitraries which 
would be the differences between the rates under the eastern 
scale and 32.5 per cent of first class under a so-called split 
scale constructed in accordance with the proposal of the exam- 
iners in the Western Trunk Line Class Rate case, now pending. 
From points in the Chicago and the St. Louis districts, the 
examiner said, complainants sought distance scale rates which 
were an average of the rates under the eastern iron and steel 
scale and 32.5 per cent of first class for the entire difference. 
The carriers asked that these cases be held in abeyance pending 
the decisions of the Commission in the western trunk line rate 
case and I. and S. No. 3130 created in connection with the 
southwestern revision. 


INTEREST ON OVERCHARGES 


Examiner Carl A. Schlager has recommended the dismissal 
of No. 22727, Parkersburg Rig & Reel Co. vs. B. & O., on a finding 
that the carrier’s refusal to pay interest for specified periods 
on overcharges on carload shipments of iron and steel articles 
from points in Ohio, fabricated in transit at Parkersburg, W. Va., 
and forwarded to New York, N. Y., and Baltimore, Md., for ex- 
port; also shipments originating at Parkersburg,. moving to the 
same destinations, also for export, is not a violation of section 
6 of the interstate commerce act. He said the Commission 
should find that the complainant was not entitled to interest for 
the periods herein considered. The shipments were made some 
time after April 1, 1923. Informal complaint was made in 
September, 1926, and in August, 1929, the complainant was 
notified that informal settlement could not be made. When the 
shipments in question were tendered they were described on the 
bills of lading as “fabricated iron and steel tank material, K. D.” 
There were no export commodity rates on articles so described. 
Class rates were applied. On March 1, 1927, and August 28, 1928, 
according to the report, the complainant submitted affidavits to 
the defendants stating that the shipments actually consisted of 
fabricated angles, channels, bars, beams, bolts, nuts, rivets, and 
plate or sheet 16 gauge and heavier. Those articles, the report 
said, Were specifically named in the export tariff. 

Defendant paid or offered to pay all overcharges on that 
basis and, the examiner said, it was willing to pay interest from 
the dates of the affidavits to the date of payment of the over- 
charges, Complainant, however, has refused to accept refund 
of the overcharges on certain of the shipments until the carrier 
Includes interest from the date the overcharges were collected 
from complainant. 

“Since defendant promptly refunded or offered to refund the 
overcharges found to exist upon complainant’s showing that the 
shipments were in fact entitled to the lower rate,’ says the 
ete “there is no reason to assume that the defendant would 
a deprived or withheld from the complainant moneys which 

ey were lawfully entitled to if complainant had shown in the 


first instance the exact nature of the commodities shipped instead 
of waiting a year or more to furnish the correct description of 
the commodities.” 

In support of that declaration the examiner cited Domestic 
Milling Co. vs. Chicago & Alton, 148 I. C. C. 680. 


GRAIN AND PRODUCTS 


Examiner P. F. Mackey, in No. 22903, Light Grain and Milling 
Co. vs. Santa Fe et al., has recommended that the Commission 
find that rates on grain and grain products from Hooker, Okla., 
and Liberal, Kan., to Las Cruces, Belen and Vaughn, N. M., over 
a route via Liberal and the Rock Island through Baker, Okla., 
to Amarillo, Tex., thence the Santa Fe beyond are and will be 
unreasonable to the extent they exceed: or may exceed 44 cents 
on wheat and related articles and 39.5 cents on corn and related 
articles, minimum 40,000 pounds. The examiner said the same 
basis of rates should apply to other intermediate points on the 
Santa Fe. Further, he said, the foregoing findings should be 
without prejudice to the determining of future rates involving 
similar issues, on a more comprehensive record. 

The examiner said the Commission further should find that 
the rate charged on outbound mixed carload of wheat shorts 
and bran from Liberal to Las Cruces was and is 81 cents and 
that the applicable rate was unreasonable to the extent that it 
exceeded 49.5 cents. Reparation of $32 was proposed. 


PROPOSED REPORTS 


Open Flame Oil Torches 


No. 22831, Toledo Pressed Steel Co. vs. Ann Arbor et al. By 
Examiner T. Naftalin. Dismissal proposed. Ratings and rates, 
open-flame type oil torches, L. C. L., not shown to be unreason- 
able or otherwise unlawful. 

Petroleum Liquid Asphalt 

No. 22574, Clackamas County, State of Oregon vs. Southern 
Pacific et al. By Examiner Herbert P. Haley. Dismissal pro- 
posed. Charges, petroleum liquid asphalt, tank car loads, Rich- 
mond and Oleum, Calif., to Bell Station, Ore., applicable. 


Bituminous Coal 


No. 22141, Danville Lumber Co. vs. C. & E. I. By examiners 
Burton Fuller and J. G. Cooper. Following Barnhart Coal Co. 
vs. C. & E. I., 152 I. C. C. 555, rates, bituminous coal, Clinton 
and Seifert, Ind., to Danville, Ill., unreasonable to the extent 
they exceeded 85 cents from Clinton and $1.15 from Seifert. 
Reparation proposed. 

Bituminous Coal 

No. 22481, Old Ben Coal Corporation vs. I. C. et al. By 
Examiner T. Naftalin. Dismissal proposed. Rates, bituminous 
coal, Madisonville, Ky., to Spring Valley, Ill., not unreasonable 
or unduly prejudicial. 

Mobile Class and Commodity Rates 

No. 18062, Mobile Chamber of Commerce and Business 
League vs. A. & V. et al. By Examiner E. H. Kerwin. Dis- 
missal proposed. Class and commodity rates, Mobile, Ala., to 
points in Mississippi, and Mississippi origins to Mobile, not 
unreaonable, unjustly discriminatory, or unduly prejudicial. 

Meridian-Mobile Commodity Rates 


No. 18456, Meridian Traffic Bureau vs. A. & V. and parts of 
Fourth Section Applications Nos. 601, 484, and others. By 
Examiner John McChord. Dismissal proposed. Commodity 
rates, Meridian, Miss., to Mobile, Ala., not shown to be un- 
reasonable or unduly preferential and prejudicial. Fourth sec- 
tion relief heretofore granted the New Orleans Great Northern 
and Gulf, Mobile & Northern proposed for continuance. 


Vegetable Minima 


No. 22753, J. F. Solley & Co., Inc., et al. vs. B. & O. et al. 
By Examiner J. P. McGrath Dismissal proposed Carload 
minimum weight, spinach and kale, Baltimore, Md., to destina- 
tions in official classification territory and in eastern Canada 
found not to have been unreasonable. Complainants not shown 
to have been damaged by reason of alleged undue prejudice. 
Minimum, green peas and green or wax beans, straight carloads 
and on those vegetables and spinach and kale in mixed carloads 
found not unreasonable or otherwise unlawful. 


Sand 


No. 22785, W. E. Rogers as Arkansas River Sand Co. vs. 
Missouri & North Arkansas et al. By Examiner G. O. Basham. 
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Rates, sand, Shirk, Okla., to points in Missouri unreasonable and 
unduly prejudicial to complainant and preferential of com- 
plainants’ competitors at Kansas City, Mo., and Wichita, Kan., 
tosthe extent they exceeded or might exceed rates of 8 cents to 
Lamar, Golden City, and Lockwood, Mo., and 7 cents to 
Wheaton. Reparation proposed. 


Steel Billets 
No. 22181, Endicott Forging and Manufacturing Co., Inc., 
vs. Erie et al., and a sub-number, Same vs. Lehigh Valley et al. 
By Examiner John J. Crowley. Rates, steel billets, Massillon, 
O., and Bethlehem, Pa., to Endicott, N. Y., unreasonable to the 
extent they exceeded $3.48 from Bethlehem and $4.80 from 
Massillon, per long ton. Reparation proposed. 


Reconsigned Coal 

No. 19368, A. S. Nowlin & Co. vs. N. & W. Upon further 
hearing. By Examiner G. O. Basham. Finding in former 
report, 155 I. C. C. 467, that a carload of coal from Gary, W. Va., 
to Rivermont, Va., had been reconsigned twice en route, pro- 
posed to be affirmed. Finding that combination of rates to and 
from the second reconsigning point plus two reconsignment 
charges were applicable, proposed to be affirmed. Findings as 
to applicable combination and reasonableness of applicable 
charges proposed to be modified, the proposed finding being that 
the applicable charges were unreasonable to the extent they 
exceeded charges based on a joint rate of $2.39 plus a recon- 
signment charge of $2.70. Carrier proposed to be authorized to 
adjust undercharges on the proposed basis. 


Sulphuric Acid 


No. 22606, Celanese Corporation of America vs. P. & L. E. 
et al. By Examiner Frank C. Weems. Rate, sulphuric acid, 
in tank cars, Newell, Pa., to Amcelle, Md., not unduly prejudi- 
cial but unreasonable to the extent it exceeded or may exceed 
8314 per cent of sixth class over the route of movement, P. & 
L. E. and B. & O., 17.5 cents. Reparation proposed. 


Cantaloupes and Vegetables 


No. 22830, Simon Brown’s Sons et al. vs. Big Four et al., 
and a sub-number, Same vs. D. L. & W. et al. By Examiner 
Alfred G. Hagerty. Commodity rates, cantaloupes and vegeta- 
bles, Blackville, S. C., to destinations in trunk line territory, 
effective between May 30, 1924, and July 30, 1928, unreasonable 
to the extent they exceeded the basis of charges prescribed in 
South Carolina Produce Association vs. A. & R., 96 I. C. C. 107, 
107 I. C. C. 618, and 152 I. C. C. 5. Reparation proposed. 


Phosphate Rock 


No. 22882, International Agricultural Corporation vs. L. & 
N. By Examiner Alfred G. Hagerty. Commodity rates, phos- 
phate rock, Mt. Pleasant and Wales, Tenn. to Texarkana, Ark., 
unreasonable to the extent they exceeded $4.75 per net ton. 
Reparation proposed. 


Cement Demurrage 


No. 21765, Interstate Engineering & Construction Co. vs. 
Pennsylvania. By Examiner E. L. Glenn. Dismissal proposed. 
Demurrage charges at Manasquan, N. J., on cement moved in- 
trastate from Vulcanite, N. J., not within the Commission’s 
jurisdiction. 

Road-Making Implements 

No. 22889, Boardman Company et al. vs. Santa Fe et al. 
By Examiner S. R. Diamondson. Dismissal proposed. Rates, 
road-making implements, straight or mixed carloads, Kansas 
City, Mo., Omaha, Neb., Minneapolis, Minn., Peoria, and Aurora, 
fll., Indianapolis and Cambridge City, Ind., Sidney, Galion, and 
Cleveland, O., to Guthrie and Oklahoma City, Okla., not un- 
reasonable. 

Anthracite Coal 


No. 22926, Keuka Lake Ice Co. vs. Lehigh Valley et al. 
Examiner C. J. Peterson. Rates, anthracite coal, Coxton, Pa., to 
Penn Yan, N. Y., unreasonable to the extent they exceeded or 
may exceed $2.88 per long ton on prepared sizes and $2.63 per 
ton on pea and smaller sizes. New rates and reparation pro- 
posed. 


By 


Shelled Peanuts 


No. 22891, Union Food Products Co. vs. A. G. S. et al. By 
Examiners Burton Fuller and J. G. Cooper. Rates, shelled pea- 
nuts, points in Alabama, Georgia and Florida to Greenville, O., 
unreasonable to the extent the factor north of Cincinnati, O., 
exceeded or may exceed 22 cents. New rate and reparation 
proposed. 

Hollow Building Tils 


No. 22114, Whitacre-Greer Fireproofing Co. vs. A. C. L. et al., 
and No. 22472, National Fire Proofing Co. vs. Same. By Exam- 
iner George M. Curtis. Dismissal proposed. Rates, hollow build- 
ing tile, Waynesburg and East Palestine, O., to eastern desti- 
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nations, and East Palestine to points within the Pittsburgh, p, 
switching district, not unreasonable or unduly prejudicial, ~ 


Clay 


No. 22380, George & William Kolb and Richard C. Remm,, 
Son Co. et al. vs. B. & O. et al. By Examiner A. J. Sulliya, 
Dismissal proposed. Rate, clay, Leslie, Md., to Philadelphia, p, 
applicable. : 

Plate Glass 


No. 22393, Binswanger & Co. of Texas vs. Rock Island et 4 
By Examiner Edgar Snider. Dismissal proposed. Rates, pla, 
glass, Ottawa, Ill., and Toledo, O., to Houston, Tex., not unre. 
sonable or unduly prejudicial. 


Concrete Sewer Pipe 
No. 22605, Shearman Concrete Pipe Co. vs. Missouri Pagjfi 
et al. By Examiner G. O. Basham. Rates, concrete sewer pip. 
North Little Rock, Ark., to Oklahoma City, Okla., not unreago). 
able or unduly prejudicial. Rates, same commodity, North Litt) 
Rock to Ripley and Pawnee, Okla., unreasonable but not undu} 
prejudicial to the extent they exceeded 35 and 34 cents, regpe. 
tively. Reparation of $52 proposed. 
Hoisting Machinery 
No. 22950, W. H. Ziegler Co. vs. Burlington. By Examine 
Lawrence B. Dunn. Rate, one carload, hoisting machinery, Ay. 


rora, Ill., to Minneapolis, Minn., inapplicable. Applicable rate, 
cents, minimum 30,000 pounds. Reparation of $15.60 proposed 


Peaches 
No. 22847, George F. Spooner, doing business as Spoone. 
Drake Co., vs. C. N. O. & T. P. et al. By Examiner L. H. Dish. 
man. Dismissal proposed. Rate, peaches, Harriman, Sale Cree; 
and Bakewell, Tenn., to Boston, Mass., not unreasonable but vio. 
lative of the long-and-short-haul part of the fourth section 
Denial of reparation recommended because denial was made in 
Georgia Peach Growers’ Exchange vs. A. G. S., 139 L. C. C. 143 
which involved peach rates generally. 
Cabbage 
No. 22536, John S. Moon Co., Inc., vs. S. A. L. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, cabbage, 


Meggetts, S. C., to Lynchburg, Va., not unreasonable, unjustly 
discriminatory, or unduly prejudicial. 











PETITIONS FOR REHEARING, ETC. 

No. 22152, Noonan-Lawrence vs. S. A. L. et al. 
asks for rehearing. 

No. 17330 (and Sub. 1), Illinois Coal Traffic Bureau vs. A.V.! 
et al., and No. 18025, Old Ben Coal Corporation vs. A. & J. 
et al. Wabash has filed a supplemental petition for rehearing 
and reargument and for postponement of effective date of Com 
mission’s order. 

No. 21442, Wickes Boiler Co. vs. P. M. et al. 
asks for reopening for further hearing and 
therein. 

No. 11950, Minnesota & Ontario Paper Co. et al. vs. N.P. 


Complainant 


Complainant 
reconsideration 


et al., and 16745, Fox Paper Co. vs. A. T. & S. F. By. 
Lines in southeastern territory, Carolina territory and Mis 
sissippi Valley territory ask for a modification of the cor 


tinuance provisions of the orders in these cases, in so far # 
they affect rates on the commodities named, to points in Mis 
sissippi Valley and to points in southwestern territory. 

No. 16321, State Corporation Commission of Virginia ¥s 
A. & R. et al. Cotton Manufacturers’ Association of Nort 
Carolina and P. H. Hanes Knitting Co. ask for modification 0 
report and order in this case in so far as it would require cal 
cellation of intrastate commodity rates in North Carolina, 
cotton and knitting factory products, cotton and cotton sweet 
ings, etc. 

No. 20315, Peninsula Exchange, Inc., vs. A. V. et al. De 
fendants ask for reargument before whole Commission or {0 
further hearing. 

No. 17149, Holen Paper Co. vs. Erie. Erie, sole defendat! 
herein, asks for vacation of order of Commission herein dated 
January 22, 1927, in so far as said order requires defendant 
maintain and apply for the future to the transportation % 
printing paper in carloads from Newburgh and Salisbury Mills. 
N. Y., to Montclair, N. J., rates which shall not exceed 13.5 cents 
per 100 pounds. 

I. and S. 3350, absorption of loading charges on petrolewl 
and its products at Tulsa, Okla. Midland Valley, respondel! 
herein, asks the Commission to grant a reargument therein. | 

No. 19644, Federated Metals Corporation vs. Pennsylvatlé 
et al. Complainant asks for further consideration and oral arg" 


ment before full Commission. a 
I. and S. 3283, lumber and other forest products from Pacific 
northwest to destinations in Texas and Waurika, Okla. 
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testant carriers, Southern Pine Association, Lumbermen’s Asso- 
ciation of Texas, William Cameron & Co., Inc., Kirby Lumber 
(o., Arkansas Soft Pine Bureau and Peavy-Byrnes Lumber 
Co. ask for reconsideration and reargument. 

No. 21961, Ozark Cider and Vinegar Co. et al. vs. M. & 
ws » x A.et al. St. Louis-San Francisco asks for further oral hear- 
a om. 

in No. 16531, Hamersley Manufacturing Co. vs. Erie et al., and 
No. 17326, Clifton Paper Mills vs. N. Y. S. & W. et al. De- 
fendants ask for reconsideration. 

No. 15028, Peyton Packing Co. vs. A. & S. et al. Defendant, 
Southern Pacific, asks: for modification of opinion and order. 

No. 12964, in the mattér of consolidation of railway prop- 
erties of U. S. into a limited number of systems. Trenton Cham- 
per of Commerce asks for reopening for taking of further evi- 
dence and to modify in part the Commission’s finding re System 
5—Baltimore & Ohio. 

No. 22333, Union Equity Exchange et al. vs. A. T. & S. F. 
et al. Complainants ask for a rehearing therein. 

No. 16321, State Corporation Commission of Virginia vs. 
A. & R. et al. North Carolina Hosiery Manufacturers’ Traffic 
Association asks for modification of report and order in this 
case in so far as it would require the cancellation of intrastate 
commodity rates in North Carolina, on cotton hosiery, any 
uantity. 

' No. 19606, Lemmon Grocery & Produce Co. vs. C. M. & St. 
P. Defendant asks for vacation of order and for reconsideration. 

No. 19668, Oklahoma City Chamber of Commerce et al. vs. 
A. V. I. et al. (and cases grouped therewith). Defendants ask 
for vacation of orders in the several cases and consolidation 
of all cases with general investigation No. 17000, rate structure 
investigation, part 13, salt. 
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Arguments addressed to the whole Commission were made 
- on April 16 and the following day on the plans of the Great 
- Northern and the Western Pacific to construct 200 miles of line 
by ® in Oregon and California so as to put the northern transconti- 
ie, nental lines into California without being dependent on the co- 
stir operation of the Southern Pacific and its preferred connections 
so that the northern routes, in the language of the applicants, 
may become active competitors for transcontinental business to 
and from California. They claim that the Southern Pacific now 
maintains barriers through its preference for the Ogden, Utah, 
gateway rather than for the Klamath Falls, Ore., gateway. The 
-, [— arguments were based upon the records made in Finance No. 
' @ 7439, application of Great Northern to construct a line in 
Klamath county, Oregon; No. 7440, application of the Western 
Pacific to construct a line of railroad, and No. 7781, joint appli- 
mm @ cation of the Great Northern and the Western Pacific for author- 
_—® ity to construct or acquire a line north of Bieber, Calif. 
Al! The plans of the Great Northern and the Western Pacific 
were opposed by the Southern Pacific the Union Pacific and 
J.F. Shaughnessy of the Nevada commission. The Union Pacific’s 
2 interest in the Ogden gateway put it on the side of the South- 
ern Pacific. Nevada thought her interests also lay in opposing 
is what the Southern Pacific regarded as a duplication of already 
ol adequate facilities and a diversion of freight from the estab- 
a lished routes, variously estimated from 3,600,000 to 6,000,000 
is HP tons annually. 
is The link to be built is between Klamath Falls, Ore., and 
. Me Keddie, Calif. The application of the Great Northern is for 
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saber 


Ss 
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Pera 2 webs 


! | permission to build from Klamath Falls to Bieber, Calif., a dis- 
> tance of about 90 miles, at an estimated cost of $3,356,000. The 
i ® application of the Western Pacific is for permission to build 
on from Keddie to Bieber, a distance of about 110 miles, at an 

The joint application of the two 


+ i estimated cost of $8,825,000. 
carriers is to build or acquire a short branch from the proposed 
hew line to a connection with the McCloud River railroad. 


o The Southern Pacific and the interests allied with it did 

» ot oppose the establishment of routes via the northern gate- 
nt way but said that the existing lines were sufficient. The retort 
ed of the applicants was that establishment of such routes would 
to make the Southern Pacific a reluctant and unwilling partner in 
of routes taking traffic to the northward before starting it to the 
ls, eastward while its interests lay in keeping the flow to the 


ts a and through the Ogden gateway. They contended that the 
ocal business to be developed along the proposed construction 
Would be warrant enough for the expenditure and that therefore 


nt transcontinental traffic would obtain an alternative route without 

‘ditional expenditure solely on its own account. In addition 
ia ‘ley contended that the shortening of distances would result 
1. » 1n lower rates. 


- Time for arguments was allotted to F. G. Dorety, Great 
ic Gren Charles A. Hart, Great Northern; Allan P. Matthew, 
- reat Northern and Western Pacific; S. J. Wettrick, the Wash- 
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ington commission and others; W. P. Pllis, Oregon commission; 
Otto Bock, Colorado commission; E. M. Hendricks, commissions 
of North Dakota and Montana; J. F. Shaughnessy, Nevada com- 
mission; John E. Truman, Indian Valley; Dana T. Smith, Union 
Pacific, and others; B. J. Foulds and Guy Shoup, Seuthern Pacific 
lines. 


ROCK ISLAND CONVERTIBLE BONDS 


The Commission has received a request from E. G. Frank, 
vice-president of the United States & International Securities 
Corporation, Newark, N. J., to be heard in Finance No. 8177, 
application of the Chicago, Rock Island & Pacific to issue 
$32,228,000 of 30-year 4.5 per cent convertible bonds and $25,- 
782,400 of common stock to be issued at $125 in exchange for 
the bonds at interest periods between 1931 and 1940. The 
securities corporation, Mr. Frank said, owned approximately 
41,000 shares of the company’s common stock. 

“We believe,” said Mr. Frank, “that both the nature of the 
securities and price the road is to receive impose an unneces- 
sary hardship on the holders of the common stock and we would 
like an opportunity of explaining our objections more fully be- 
fore final action is taken by the Commission with respect to 
the issuance of the above mentioned securities.” 

Director Mahaffie, of the Commission’s bureau of finance, 
told Mr. Frank that the application would probably be called 
for hearing on May 5. In addition he drew Mr. Frank’s atten- 
tion to the fact that the rules provided for interventions fifteen 
days after the filing of the application or prior to or at the 
hearing. He said that intervention before the hearing was 
preferable. 


PENNSYLVANIA UNIFICATION 


The Pennsylvania, in Finance No. 8199, has asked for a 
certificate, under section 5(2) authorizing and approving ac- 
quisition of control, by lease, of the Western New York & Penn- 
sylvania for 999 years. The property to be acquired affords 
entry into Rochester and Buffalo, N. Y.; New Castle, Stone- 
boro, Oil City, Irvineton, Warren and Emporium, Pa., for the 
Pennsylvania. The latter owns more than 99 per cent of the 
stock of the Western New York & Pennsylvania. It has operated 
the property, under short term leases, since 1903. The mileage 
of the property to be leased is 567. In the application the West- 
ern New York & Pennsylvania is called the carrier. 

“The lines of the carrier,” says the application, “form such 
an important extension of the lines of the applicant that it is 
deemed desirable to unite the two properties on a more perma- 
nent basis. Such unity is in furtherance of the policy of the appli- 
cant in conducting the operation and management of the various 
properties forming its system, which enables applicant to better 
serve the interests of the public.” 

Among other things the Pennsylvania says that the proposed 
lease “also provides for reimbursement of applicant with securi- 
ties what will have a market value, which would enable appli- 
cant to dispose of same in order to recoup its treasury through 
the sale thereof, when such action is deemed necessary.” 

The rental is to consist of the payment of taxes, interest on 
bonds, contributions to sinking funds, payment of organization 
expenses, five per cent on the non-cumulative preferred stock 
and six per cent on the common stock. 


COMMISSION ORDERS 


Fourth Section Application No. 13538 of Louisiana & 
Arkansas Ry. and Mississippi Central R. R. This proceeding 
has been reopened for further hearing at such time and place 
as the Commission may hereafter direct. 

Finance No. 7363, application of Yates and West Texas for 
certificate to construct a line of railroad from Rankin to Iraan, 
Tex. Transcontinental Oil Co. permitted to intervene. 

No. 23093, Sub. 1, Nebraska Electric Power Co. vs. A. T. 
& S. F. et al. Kansas Oil Traffic Committee; Derby Oil Co.; 
Eldorado Refining Co.; Golden Rule Refining Co.; Kanotex Re- 
fining Co.; National Refining Co.; Peerless Oil & Refining Co.; 
Skelly Oil Co.; Vickers Petroleum Co.; and White Eagle Oil 
Corporation permitted to intervene. 

No. 21515, Illinois Powder Manufacturing Co. vs. C. P. & 
St. L. et al. Proceeding reopened for reconsideration. 

No. 20346, E-Z Opener Bag Co. vs. I. C. et al. Petition of 
Louisiana Southern for rehearing and vacation of order denied. 

No. 20578, Globe Superior Corporation vs. Southern. Com- 
plainant’s petition for reconsideration or rehearing denied. 

No. 21600, Lucey Manufacturing Corporation of. Tennessee, 
et al. vs. A. T. & S. F. et al. and No. 21913, Lucey Products 
Corporation vs. A. T. & S. F. et al. Complainants’ petition for 
reconsideration on record and for rehearing denied. 

No. 21550, Bedford Can Co. et al. vs. N. & W. et al. Com- 
plainants’ petition for argument or reconsideration on record as 
made denied. 
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No. 20928, Froeber-Norfleet, Inc., et al. vs. Southern et al. 
and No. 22645, W. L. Brogden Co. et al. vs. Southern et al. 
Complainants’ petition for reconsideration and/or modification 
of report and order denied. 

No. 20517, Prine Lumber Co. vs. A. A. et al. 
complainant and intervener for rehearing denied. 

No. 20218, G. & 'W. Refrigerator Co. vs. Bush Terminal et al. 
Complainant’s petition for rehearing denied. 

No. 22163, M. C. Fries & Sons vs. Central of Georgia et al. 
Defendants’ petition for reconsideration and correction of 
reparation order denied. 

No. 22528 (and Sub. 1), Eatmor Chocolate Co. vs. A. G. S. 
et al. Proceeding reopened for further hearing at such time 
and place as Commission may hereafter direct. 

No. 23293, Union Sanitary Works of N. O. Nelson Manufac- 
turing Co. vs. C. & A. et al. Shell Petroleum Corporation per- 
mitted to intervene. 

No. 23160, Sub. 1, Metropolitan Utilities District of City of 
Omaha, Neb., vs. I. C. et al. Milwaukee Coke & Gas Co., per- 
mitted to intervene. 

No. 22733, Sub. 1, Nebraska State Railway Commission vs. 
C. & N. W. et al. and No. 23140, O. H. McGrew vs. C. B. & Q. 
et al. Shell Petroleum Corporation permitted to intervene. 

I. & S. 3356, classification rating on empty fiberboard cans 
or bottles in southern territory, and No. 22158, Liquid Tight Paper 
Containers Association et al. vs. A. C. L. et al. Petition of 
protestants and complainants for further hearing denied. 

No. 21553, Grabler Manufacturing Co. vs. Erie et al. 

fendants’ petition for rehearing denied. 
, No. 20081, Vail Co. vs. S. P. et al. Petition of complainant 
for reargument, vacation of order dismissing complaint, and 
consolidation with No. 17000, Part 9, Western Livestock Rates, 
and award of reparation denied. 

No. 21642, Wilkins Wholesale Co. vs. Southern. Defendant’s 
petition for reconsideration and modification of decision denied. 

No. 21113, Dunn Manufacturing Co. vs. A. T. & S. F. et al. 
Complainant’s petition for reconsideration on record as made, 
or for rehearing denied. 

No. 21762, Selden Truck Corporation et al. vs. C. C. C. & 
St. L. et al. Complainants’ petition for reconsideration on 
record as made or for rehearing denied. 

No. 20090, Globe Grain & Milling Co vs. Southern Pacific. 
Complainant’s amended petition for reopening of case for further 
evidence and/or reconsideration denied. 

No. 20944, Metamora Elevator Co. et al. vs. C. H. & D. et al. 
Complainants’ petition for reargument denied. 

No. 21408, General Electric Co. et al. vs. A. & R. et al. 
plainants’ petition for reargument denied. 

No. 23157, Smoot Sand & Gravel Corporation vs. B. & O. 
et al. Standard Lime & Stone Co. and Washington Building 
Lime Co. permitted to intervene. 

No. 22362, Evansville Chamber of Commerce et al. vs. A. 
B. & C. et al. Georgia Public Service Commission permitted 
to intervene. 

No. 17817, Chicago Gravel Co. et al. vs. A. T. & S. F. Ry. 
et al. Petition of E. J. & E. R. R. for reopening, dated March 
4, 1930, denied. 


No. 16383, Adams-Bank Lumber Co. et al. vs. A. & R. et al., 
I. and S. 2639, lumber from southeastern territory to northern 
and western points, and I. and S. 2479, lumber and forest prod- 
ucts between southern points and destinations in Virginia. Peti- 
tion by complainants and protestants in these cases, for re- 
opening and reconsideration, denied. 

No. 12358, Texas Live Stock Shippers’ Protective League 
et al. vs. James G. Davis, Director-General, as agent, A. & S. 
et al., and cases grouped therewith. Petition of Chamber of 
Commerce of Kansas City, Mo., and Chamber of Commerce of 
St. Joseph, Mo., for a general investigation into the lawful char- 
acter of rates, rules, regulations and minimum weights concern- 
ing and affecting the transportation of horses and mules in 
carloads in interstate and intrastate commerce, to, from and 
between all points in states in Western Trunk Line and South- 
western territories, denied. 

No. 22714, Standard Oil Co. (Indiana) vs. C. & N. W. Ry. 
et al.; No. 23164, Independent Oil and Gas Co. vs. A. & W. 
et al., and No. 22733 (and Sub. 1), Public Service Commission 
of Wyoming vs. C. & N. W. et al. Continental Oil Co. per- 
mitted to intervene. 

No. 23164, Independent Oil & Gas Co. vs. A. & W. et al. 
White Eagle Oil Corp. permitted to intervene. 

No. 16629, Milne Lumber Co. vs. C. C. C. & St. L., and 17464, 
Milne Lumber Co. vs. M. C. Defendants’ petition for reopening 
and reconsideration denied. 

No. 20276, Allied Packers, Inc., et al. vs. A. & S. et al. Com- 
plainants’ petition for rehearing, reargument, and/or modifica- 
tion of findings made herein and defendants’ petition for recon- 
sideration, reargument, and vacation of order heretofore entered, 
denied. 


Petition of 


De- 


Com- 
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No. 19691, Forsythe Oil Co. vs. A. T. & S. F. Ry. et q. 
No. 22319, Porter Oil Co. et al. vs. A. T. & S. F. et al, ani 
22374 (Sub. 1), Forsythe Oil Co. vs. A. T. & S. F. et al. Chan. 
plin Refining Co., Eason Oil Co., Garber Refining, Inc., and Globe 
Oil & Refining Co. permitted to intervene. 

No. 23024, State of New Hampshire vs. B. & O. et al. Ng 
Hampshire Manufacturers’ Association permitted to infervey 

No. 23160 (Sub. 1), Metropolitan Utilities District of (Qj, 
of Omaha, Neb., vs. I. C. et al. Interlaken Iron Corporatio, 
permitted to intervene. 

No. 23040, New Jersey Traffic Advisory Committee vs. Ny 
C. et al. Motion of N. Y. C. ang certain other defendan, 
herein for dismissal of complaint as to them, overruled. 

No. 23040, New Jersey Advisory Committee vs. N. yY. ¢ 
et al. Harrison Chamber of Commerce and Chamber of (op. 
merce of Paterson, N. J., permitted to intervene. 

No. 23093, A. D. West et al. vs. A. T. & S. F. Ry. et a 
White Eagle Oil Corporation permitted to intervene. 

No. 23009 (Sub. 1), Washington Building Lime Co. et 4 
vs. A. C. L. et al. Lone Star Cement Co., Virginia, Inc., pe. 
mitted to intervene. ; 

No. 23180, Washington Building Lime Co. vs. A. & A. RR 
Corp. et al. M. J. Grove Lime Co. permitted to intervene. 

No. 11759, Meridian Traffic Bureau et al. vs. Director-Gep. 
eral et al. Proceeding, reopened for further hearing at such 
time and place as may be hereafter designated, for purpose of 
ascertaining the amount of reparation due complainants unde 
the report of November 8, 1927, in said proceeding, 132 I. ¢.¢ 
477. 

No. 20120, Rudy-Patrick Seed Co. et al. vs. A. & S. etal, 
and No. 20147, Mangelsdorf Seed Co. vs. A. T. & S. F. et al 
The order entered in these cases on January 4, 1930, which was 
by its terms made effective on April 14, 1930, upon not les 
than 30 days’ notice, and subsequently modified so as to become 
effective on May 14, 1930, has been further modified so that it 
will become effective on July 1, 1930, upon not less than 3) 
days’ notice, and defendants’ petitions denied in all other 
respects. 

No. 22965 (Sub. 1), Atlantic Foundry Co. et al. vs. A.A 
et al. John M. Glass Co., Golden Foundry Co., Hendey Machine 
Co., Indianapolis Castings Co., Kendallville Foundry Co., Let 
Manufacturing Co., Machinists’ Foundry Co., National Malleabl 
& Steel Castings Co., Terre Haute Malleable & Mfg. Co., ani 
Swayne, Robinson & Co. permitted to intervene. 

No. 22562, Chamber of Commerce of Grand Junction, Colo, 
Inc., et al. vs. A. & R. et al. Topeka Chamber of Coommerce 
permitted to intervene. 

No. 23026, Brick Manufacturers’ Association et al. vs. A.C 
et al. Grays Ferry Brick Co. permitted to intervene. 


No. 17006, Upson Co. vs. A. A. et al. Petitions for rehear- 
ing and reargument filed by Gypsum Industries and Certain-teed 
Products Corp., interveners, and petition filed by certain de 
fendants designated “Fort Dodge Lines” for rehearing, recon- 
sideration, and reargument, and postponement of effective date 
of order herein, denied. 

No. 18958, Dallas Sash & Door Co. et al. vs. A. T. & S.F. 
et al. Complainants’ petition for reopening and reconsideration 
denied. 


No: 22824, State of New Jersey vs. N. Y. C. et al. Bush 
terminal, Harrison Chamber of Commerce, Chamber of Com 
merce of Paterson, N. J., and New Jersey State Chamber 0 
Commerce, permitted to intervene. 

No. 23147, A. W. Wheeler et al. vs. C. B. & Q. et al. 
Eagle Oil Corporation permitted to intervene. 

No. 19579 (and Sub. 1), Travis Smith et al. vs. N. C. é 
St. L. Proceedings reopened for further hearing at such time 
and place as Commission may hereafter direct. 

No. 15028, Peyton Packing Co. vs. A. & S. et al. Applica 
tions filed on behalf of defendants for vacation of order entered 
herein in so far as it relates to glue stock and for postpone 
ment of effective date of order in so far as it relates to greél 
salted hides denied. 

No. 16321, State Corporation Commission of Virginia ¥s. 
A. & R. et al. The Commission’s order of February 11, 1930, 2 
this proceeding, which by its terms was required to be mate 
effective on or before April 30, 1930, upon not less than 10 days 
notice, has been amended so as to become effective June 2, 193). 
upon not less than 10 days’ notice. 

No. 17757, in the matter of use of private passenger trail 
cars. The order entered in this proceeding on November 4, 
1929, which by its terms was to become effective January 1i, 
1930, but such effective date has from time to time been post 
poned to April 14, 1930, has been further modified so that said 
order shall become effective May 14, 1930. 

No. 19819, Peabody Lumber Co. vs. C. D. & C. G. T. Je 
R. R. et al. Proceeding reopened for further hearing. 

No. 22714, Standard Oil Co. (Indiana) vs. C. & N. W. et 4 
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Midland Continental Railroad has been dismissed as a party 
defendant. 

No. 23256, Royal Route Coal Co. et al. vs. A. G. S. et al. 
bama Public Service Commission permitted to intervene. 
No. 23189, Lumber Traffic Association vs. A. & W. F. R. R. 
Harriman & Northeastern dismissed as a party defendant 
_ 23175, E. Findeisen, doing business under name of 
Quality Oil Co., vs. A. T. & S. F. et al. Kansas Oil Traffic Com- 
mittee; Derby Oil Co.; Eldorado Refining Co.; Golden Rule 
Refining Co.; Kanotex Refining Co.; National Refining Co.; 
Beerless Oil & Refining Co.; Skelly Oil Co.; Vickers Petroleum 
Co, and White Eagle Oil Corporation permitted to intervene. 


LAKE CARGO COAL RATES 
The Trafic World Washington Burcau 


Declaring that the motion to dismiss filed by the C. & O., 
L. & N. N. & W., and Virginian in ‘No. 23241, Western Penn- 
sylvania Coal Traffic Bureau et al. vs. B. & O. et al., is frivolous 
and dilatory, the complainant in that case has asked the Com- 
mission to deny that motion and require those railroads to 
answer the complaint without further delay. The complainant 
denies all allegations of the southern railroads that the com- 
plaint makes it appear affirmatively that the complainants are 
not prejudiced by the existing lake cargo coal rates. The com- 


Ala 





| plaining coal operators assert that even if the rates from the 


northern fields are lower than those from the southern, that 
does not show that there can be no undue prejudice. On the 
contrary, they assert, the Commission has dealt with these 
lake cargo coal rates on a third section basis. 

In addition to citing cases showing that the Commission 
has dealt with the lake cargo coal rates on the basis of undue 
prejudice, the Pennsylvania operators referred to and said they 
relied upon the recent decision of the Commission in Galveston 
Commercial Association vs. G. H. & S. A., 160 I. C. C. 345, as 
additional authority and warrant for the allegation for undue 


' prejudice and undue preference in the rates brought into issue 


in this case. That Galveston case is the one in which the Com- 
mission, directly and deliberately, set aside the rule for testing 
undue prejudice laid down years ago in the Ashland Firebrick 
case. 


OHIO FLUXING STONE RATES 


The railroads, in answer to the petition of the protestants 
for reargument and reconsideration in I. and S. No. 3379, fur- 
nace or foundry limestone from Hillsville, Shaw Junction, and 
Walford, Pa., to Youngstown, O., and adjacent points, said that 
they doubted the legality of the procedure suggested by the 
protestants in their petition. They said they strenuously pro- 
tested against the granting, in any measure, of the relief prayed 
for in any of the petitions for reargument and reconsideration. 
(See Traffic World, April 12, p. 969.) 

The railroads said that they would regret equally with 
the protestants the materialization of the Commission’s con- 
jecture, at the conclusion of its report, that the rates it was 
finding justified would curtail the movement of limestone from 
the Pennsylvania quarries. Such curtailment, the railroads said, 
would adversely affect their revenues as well as those of the 
quarrymen. Nevertheless, they said, it would appear to be a 
situation that had to be faced and a temporary loss (if it proved 
@ loss) had to be sustained in order to accomplish full, com- 
Plete and substantial justice to the carriers. 


MORE TIME FOR FAR WEST 


The Commission has amended rule XV-A of its rules of 
Practice, in respect of the time allowance for the filing of replies 
to Petitions, motions, applications, notices and other papers in 
Proceedings pending before the Commission on its formal 
docket. The general rule is that such reply shall be filed within 
ten days after the service of the paper to which an adverse 
party may desire to make a reply. The amendment allows five 
More days for parties or attorneys served at El Paso, Tex., 
Salt Lake City, Utah, and Butte and Helena, Mont., or points 
West thereof. Prior to this amendment the fifteen days’ time 
Was allowed to parties served at El Paso, Salt Lake City and 
Spokane, Wash., or points west thereof. Now parties at Butte 
a Helena, Mont., are put in the category for additional time 
atowance for making their replies. Other rules have also been 
amended to bring them into harmony with the controlling change. 


SUBIACO ROUTE REACTION 
- Senator Tydings, of Maryland, has introduced S. 4144, a 
a to amend Paragraph (4) of section 15 of the interstate 
snttes act. The bill is identical with H. R. 11364, intro- 
ced in the House by Chairman Parker, of the House com- 


mittee on interstate and foreign commerce. (See Traffic World, 
April 12, p. 970. 
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RECIPROCITY IN BUYING 


The Trafic World Washington Bureau 


The Federal Trade Commission, in docket No. 1779, in the 
matter of Waugh Equipment Co., Arthur Meeker, Frederick W. 
Ellis and J. B. Scott, has filed a complaint, alleging unfair meth- 
ods of competition by the equipment company, Arthur Meeker, 
executive vice-president of Armour and Company for about ten 
years prior to January 1, 1928; Frederick W. Ellis, vice-presi- 
dent in charge of traffic of Armour and Company, and J. B. 
Scott, his assistant and general manager of the Armour Car 
Lines, in the sale of draft gears and other railway equipment 
to various railroads. The complaint, in substance, is akin to 
the one filed against the Mechanical Manufacturing Company 
and traffic officials of Swift & Co. (see Traffic World, December 
28, p. 1658), hearings in which have been held at various times 
since January 10. 

According to the complaint, the equipment company is a 
Maine corporation, with its principal office and plant at Depew, 
N. Y., and branch offices in New York City and Chicago, IIl., 
engaged in the manufacture and sale of railway equipment, 
appliances and supplies, particularly draft gears and centering 
devices. The majority of the common stock, asserts the com- 
plaint, is owned and/or controlled by officials and employes of 
Armour and Company, including F. Edson White, president, 
and the respondents, Arthur Meeker, the former vice-president, 
Frederick W. Ellis and J. B. Scott. The two last named, the 
complaint alleges, are now and at all times mentioned in the 
complaint are and have been in direct charge and control of 
the routing of cars carrying the products and by-products of 
Armour and Company and its subsidiary corporations, amount- 
ing approximately to 275,000 carloads, about the transportation 
of which Armour and Company and its subsidiaries negotiate, 
through the traffic department, located at Chicago, with the 
railroads. 

The Waugh Equipment Company is said to have purchased 
and taken over the Waugh Draft Gear Company in 1924 by 
paying it 2,000 shares each of its common and preferred stock. 
At the time of the purchase, the complaint alleges, the draft 
gear company was making and selling a draft gear, “which 
draft gear was obsolete and not suitable for use on freight cars, 
and which had been sold in limited quantities in previous years 
— to a very few railway companies, and at the time of 
the organization of the said respondent corporation, the said 
Waugh Draft Gear Company was not conducting its business 
at a profit, and the sale of its said gear had substantially di- 
minished because it did not meet the strict specifications and 
requirements of the railway companies of the United States.” 

After the transfer of the business, the complaint says, the 
new corporation sold and distributed various types and sizes 
of draft gears under the trade name of Waugh-Gould. 

The promoters and officials of the respondent corporation, 
the complaint asserts, about September 1, 1924, entered into 
an agreement or understanding with Meeker, Ellis and Scott 
whereby they agreed and promised to use the volume of traffic 
of Armour and Company and its subsidiaries in the solicitation 
of draft gear business from railway companies in behalf of the 
Waugh Equipment Company and in consideration of that agree- 
ment gave them 1,666 shares of common stock. 

“Said understanding or agreement was entered into by said 
individual respondents, Arthur Meeker, Frederick J. Ellis and 
J. B. Scott without the knowledge of Armour and Company and 
its stockholders,” alleges the complaint. 

Further, it alleges that in the last six years the corporation 
and the individual respondents have sought to induce and com- 
pel and have induced and compelled various railway companies 
to purchase draft gears and other equipment from the respond- 
ent corporation “in preference to draft gears and other equip- 
ment of equal or higher quality manufactured and sold by 
competitors” by promises and assurances of Armour and Com- 
pany traffic; by promises and assurances of increased volume 
of Armour traffic and by threats of the withdrawal of Armour 
freight from such as would not buy Waugh-Gould equipment. 
The things done, the complaint alleges, are all to the prejudice 
the public and competitors of the Waugh company and unduly 
tend to suppress competition, create a monopoly and constitute 
unfair methods of competition in violation of the law creating 
the complaining commission and defining its duties. 

The Trade Commission has set May 9 as the day on which, 
at 2 p. m., in Washington, respondents may show cause why 
they should not be required to quit the practices of which they 
are accused. That is a technical compliance with the statute. 
If the respondents desire to fight the accusation and make some 
answer to the complaint, the commission will set the matter 
down for hearing on some other day. 





Taking of testimony in the Federal Trade Commission’s 
prosecution of the Mechanical Manufacturing Company and 
R. O’Hara, manager of the transportation department of 
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Swift & Company, and W. A. Mayfield, assistant manager, case 
No. 1727, in which unfair practices on the part of the defendants 
in disposing of draft gears, bumping posts and other equipment 
to railroads are alleged, was concluded at Chicago April 16. 
The hearing began April 14, before trial Examiner John W. 
Addison, and was primarily for receiving testimony in behalf 
of the defendants, the Commission’s case, with the exception 
of rebuttal, having been put in at previous hearings, held at 
widely scattered points from Omaha and St. Paul, in the west, 
to New York and Washington, in the east. The first hearing 
was held at Chicago February 17. 

The “reciprocity” aspect of the case was submerged in the 
course of the three days of the final hearing, by testimony of 
a series of witnesses presented by Frank L. Horton, attorney 
for the defendants, for the ostensibe purpose of establishing 
that the Durable gear, sold by the Mechanical Manufacturing 
Company, was a good gear—in refutation of contrary testimony 
presented by the prosecution. That was of technical nature and 
had to do with engineering and mechanical features of the gear. 
Testimony as to circumstances surrounding the purchase, man- 
ufacture, and development of the gear were also introduced. 
The import of all that was that it was a legitimate business 
venture, conducted along business lines. 


The more central issues, in terms of the charges of the 
complaint, were recognized to the extent of a formal denial, on 
the part of Mr. Mayfield, of the charges of the complaint, when 
they were read to him by Mr. Horton. He had not at any 
time threatened to withhold traffic from any railroad, on its 
refusal to make purchases of Durable gears, nor had he made 
any promises of traffic on the basis of purchases, he said. 
Further than that, he asserted, at no time had routing of traffic 
of Swift and Company been predicated on the sales of the 
Mechanical Manufacturing Company. Similar denials were 
made by Mr. O’Hara at the last Chicago hearing, when he had 
been subpoened by the prosecution. (See Traffic World, March 
29, p. 824.) 

Also, Mr. Mayfield and two other employes of Swift and 
Company gave specific information as to routing of certain ship- 
ments, and the reasons for the routing, in refutation of testi- 
mony presented by the prosecution at previous hearings that 
traffic had been routed against particular roads because of 
failure to make the indicated purchases. Those others were 
A. H. Harris, of the traffic department, and W. G. Herpich, of 
the purchasing department. 


In response to a question from Mr. Horton as to whether, 
in his opinion, the Durable gear was designed on correct prin- 
ciples and could be manufactured as an efficient gear, Phil C. 
Huntley, research teacher at Armour Institute, answered that 
it could. Following extended testimony of a technical nature 
as to the features of the gear, tests made on it, and the general 
engineering background, he declared “as to efficiency and design, 
it developed faster than any other I ever worked on.” His ex- 
perience, he said, had included testing of all the draft gears on 
the market, and he had assisted in the development of eight 
or ten of them. He had been employed in a consulting capacity 
by the Mechanical Manufacturing Company and had made num- 
erous tests on the gear, both before and after the gear had gone 
into production, and had been consulted as to both design and 
materials. On cross-examination, he testified that the gear 
“would pass the official capacity test, but not all the other re- 
quirements.” On that basis, however, he said: “I think it ‘is 
in the same category as other gears.” 

His attention having been directed to a report in the 
record by T. D. Sedwick, engineer of tests of the Rock Island, 
Mr. Huntley gave it as his opinion that failures that had oc- 
curred in the test covered were caused by the gear not having 
been properly placed in the pocket of the testing machine, 
which resulted in the “sticking and breaking.” 

Peter A. Campbell, master mechanic, Chicago Junction Rail- 
road, said that six Durable gears had been placed on switch 
engines of the Chicago Junction in August, 1929. “We haven’t 
had any trouble with them since they’ve been on,” he said. In 
contrast to that, twelve Westinghouse gears on other engines of 
the company had cost $170 for repairs since August 1. The 
service to which the gears were subjected was severe, accord- 
ing to his testimony, and, in one instance, there had been a 
collision between two engines, one of which was equipped with 
a Durable gear. Although both couplers were broken, he said, 
the gear was all right after the collision. The Westinghouse 
gears had been in service since 1918, he testified. No record 
had been kept as to the cost of repairs on them in the first 
year of service. 

Albert N. Beeson, president and general manager, Mechan- 
ical Manufacturing Company, explained under questioning from 
Mr. Horton that the company’s first interest in the Durable gear 
was due to a feeling that there was “room for improvement in 
the draft gear field.” Larger freight cars and “hump” yards for 
switching had been introduced by the railroads involving an 
increase in severity of the shocks to which the cars were sub- 
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jected. The Mechanical Manufacturing Company became jp. 
terested in the gear about May, 1928, he said. The Durah, 
appeared to be a high capacity gear when it was presented 
his company by the inventor, E. A. Laughlin, and “we thought 
it could be sold for less than other high capacity gears then 
selling for from $80 to $100 a set.” A number of laboratory, 
tests were made before purchase of the gear he said. Thy 
tests were favorable to the gear according to him. After tha 
experimental gears were given to the C. & O.; C. M. St. Pg 
P., and Wabash for service tests. 

The Rock Island laboratory tests were made early in pp. 
duction, before certain changes had been made, he said. (Opp 
of those was that rolled steel was substituted in place of cay 
steel for the friction blocks. The gears put out by the compan; 
after August, 1929, according to him, were “smoother in actigy 
than those put out at first.” The blocks were smoother, desig, 
had been changed in some particulars, and other improvements 
had been made. 

Technical questions and answers as to the purpose of the 
changes and their results occupied a large part of the time. 
The gist was that the defense wished to show that develop 
ment of the gear followed a normal course, with a satisfactory 
end product. Ostensibly, questions by Mr. Haycraft were jp. 
tended to show that the gear was wrong “in principle” and that 
the changes were mere decoration. : 

Dates of the changes and their relation to tests made by 
the railroads, whether before or after, occasioned considerable 
controversy. That was in a measure overcome by testimony of 
William Page, chief draftsman for the Mechanical Manufactwr. 
ing ieee who gave the dates of all the changes from blue 
prints. 

Two rebuttal witnesses, Mr. Sedwick, and Walter Hohp. 
stengel, assistant engineer of tests, Santa Fe, were presented 
by Mr. Haycraft. 

Replying to the criticism of the Rock Island tests made by 
Mr. Huntley, Mr. Sedwick said the gear tested was properly 
placed in the testing pocket, and explained its failure as “pos 
sibly due to the housing breaking.” The pocket of: the test. 
ing machine, he said, corresponded to that on a freight car 
where the gear is placed. The tests applied conformed to the 
tentative specifications of the American Railway Association, 
drawn up as a result of extensive tests made at Purdue Univer. 
sity, he said. The Rock Island tests were made in June. The 
only “major” change after that, according to the testimony, was 
the substitution of rolled steel for cast steel for the friction 
blocks. 

Mr. Bohnstengel testified as to the condition of a gear fol: 
lowing a test made in January, 1929. The friction members 
were “rather deeply scored,” he said, which would tend to 
lessen their life. It was a “question as to whether the change 
from cast steel to rolled steel would affect operation of the 
gear,” he said. “It depends on composition and relation of 
members,” he explained. 


SUSPENDED TARIFFS 


In I. and S. No. 3449, the Commission has suspended from 
April 16 until November 16 schedules in supplement No. 2 to 
joint tariff Johanson’s I. C. C. No. 2175 and Jones’ I. C. C. No. 
2252. The suspended schedules propose to cancel the existing 
restrictions in routing in connection with traffic originating at 
points east of the Mississippi River and destined to points 1 
the St. Louis-Southwestern Ry. in Arkansas and Louisiana, 80 
that the rates named therein will hereafter apply via Kansas 
City, Mo., and other Missouri River crossings which will include 
the route of Kansas City Southern Ry. beyond Kansas City. 

In I. and S. No. 3448, the Commission suspended from April 
15 until November 15, schedules in the following tariffs: Sup 
plement No. 99 to Boyd’s I. C. C. No. A-1869; supplement No. 
99 to Curlett’s I. C. C. No. A-218; supplement No. 99 to Johan- 
son’s I. C. C. No. 2008; supplement No. 99 to Jones’ I. C. C. No. 
2075; supplement No. 99 to Van Ummersen’s I. C. C. No. # 

The suspended schedules propose to cancel routing provi 
sions applicable via the Ft. Worth & Denver City through Elec 
tra, Tex., on iron and steel articles from defined territories t 
points in Texas. 

In I. and S. No. 3447, the Commission has suspended from 
April 11 until November 11 schedules in supplement No. 2 t 
Boston & Maine I. C. C. No. A-2680. The suspended schedules 
propose to reduce the rates on ice, carloads, from ,Brookline, 
N. H., to Boston, Mass., as follows: 

Rates in cents per 100 pounds: Present—5 cents, carload minimum 


weight 40,000 pounds. Proposed—5 cents, carload minimum weight 
40,000 pounds; 4% cents, carload minimum weight 80,000 pounds. 





Cc. & O. APPLICATION DISMISSED 
The Commission has dismissed the application in Finance 
No. 7460, in which the Chesapeake & Ohio sought authority t 
acquire control of various carriers. The carrier asked that the 
application be dismissed. (See Traffic World, April 12, p. 96°.’ 
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© tion of modifying the resolution. 
ticularly to have legislation enacted that will be effective in pre- 


' roads opposed to the resolution. 





April 19, 1930 


HALT IN CONSOLIDATIONS 


Three days of hearings on the Couzens joint resolution (S. 
J. Res. 161), calling for a halt in unifications or consolidations 
of railroads however effected until Congress passes further legis- 
lation on the subject, before the Senate interstate commerce 
committee this week, resulted in developments that pointed to 
modification of the resolution. 

It appeared to be conceded that there would be at least two 
changes made, one to permit short line railroads to be taken 
over by larger lines, and the other to make certain, if possible, 
that the resolution, if passed, would actually prohibit holding 
companies from acquiring control of railroads. 

An outstanding feature of the hearings was the attack 
made by members of the committee and certain witnesses on 


' the proposed unification of the Great Northern and Northern 


' Pacific systems. ; 
" far as the Senate committee was concerned, would not be 


) changed to eliminate the case of the two northern lines. 


The indications were that the resolution, so 


Chairman Couzens, who asserted, in effect, at the opening 
nearing April 15, that Congress should not sit idly by and do 
nothing while holding companies were effecting unifications 
without the approval of the Commission, said on the third day 
of the hearings that consideration was being given to the ques- 
The chairman desires par- 


venting further action, for the time being, of holding companies 
in acquiring railroad stocks. 

One of the suggestions made that seemed to meet with favor 
among some committee members was that the resolution might 
be made effective for a definite period, say, one year. That 


' proposal was made in connection with discussion to the effect 
’ that if the Couzens resolution became law there was no assur- 
* ance as to When Congress would pass further legislation on the 
> subject. 


The first witness heard was Wilbur LaRoe, Jr., representing 


' the Arkansas Short Line, the Lackawanna and Wyoming Valley, 


and the Jamestown, Westfield and Northwestern, short-line rail- 
Mr. LaRoe said the resolution 
was so Sweeping in its terms that it would prevent constructive 
work with respect to unification of railroads. 

“It is entirely clear,” said he, “I think, that the joint reso- 
lution, if approved in its present form, would have a most seri- 


> ous effect in preventing a normal and natural process which 


> has been going on for ten years. 


Looking at the matter from 
the selfish interest of the short-line railroads, this bill would 
virtually ruin the market for short lines, because as a practical 
matter the only available purchasers are the connecting trunk 
lines. Looking at the matter from the broader viewpoint of the 


| public interest, this joint resolution would, unless modified, 
bring to a sudden halt the constructive work which the Inter- 


state Commerce Commission has been doing for a decade in 
bringing about the absorption of the smaller railroads by their 


' larger and more prosperous connections.” 


i, 


Asked whether the objection of the short lines for which 
he appeared would be met by an amendment excluding short 


_ lines from the terms of the resolution, Mr. LaRoe replied in the 


| affirmative and suggested that such an amendment be made. 


There was discussion as to the public supporting the con- 


| solidation policy as declared by Congress in the transportation 


act. Chairman Couzens indicated doubt as to public support at 


) this time for that policy. Senator Brookhart said he was elected 


on a platform opposed to the legislation. 
Mr. LaRoe thought that the Couzens resolution proposed 


| a radical and unfortunate cure for the holding company problem 


and suggested that that matter, if necessary, be dealt with 
separately. 

Senator Hawes apparently regarded the resolution in the 
nature of an attempt to have Congress interfere improperly with 
— delegated to the Commission for consideration and 
ecision. 

Representative representing the 


Knutson, of Minnesota, 


> Minnesota delegation in Congress, appeared in support of the 


resolution, but made it plain that the reason therefor was the 
desire to block, if possible, the unification of the Great Northern 
and Northern Pacific systems. Mr. Knutson thought the Com- 
mission had too much power anyway and criticized it for per- 
mitting the Soo Line and the Northern Pacific to pool operations 
'n northern Minnesota recently. He said this deprived com- 
munities of service and then asked, “Do you wonder there is 


@ “olshevism in this country?” 


; Senator Hawes said that representatives of the Commission 
should be called as witnesses and he made a formal motion that 
they be called. Chairman Couzens said the matter would be 
ae later, but indicated that he had no objection to the 


S. T. Bledsoe, general counsel of the Atchison, Topeka and 
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Santa Fe, presented the particular situation of his company and 
the effect the resolution would have on the expansion of its 
properties. He explained that years ago the Atchison placed 
a mortgage on its property that provided that it should cover 
any extensions made to the property. Because of that provision 
he said the company had built extensions through other com- 
panies organized by it, the stock and bonds of such companies 
being held by the Atchison. He said if the Couzens resolution 
became law the Atchison could not expand its system as out- 
lined. He also pointed out that there were provisions in the 
Clayton act, covering such situations as he described, that would 
be repealed by the Couzens resolution. Chairman Couzens said 
he had sympathy with the position the Atchison was in and 
that he saw no objection to an amendment that would take care 
of the situation so far as the Atchison was concerned. 

Senator Hawes asked Mr. Bledsoe what difference there was 
between the Couzens resolution and a resolution attempting to reg- 
ulate a specific rate. Mr. Bledsoe thought that the Couzens reso- 
lution involved a much larger question than that of regulating a 
single rate. He said the enactment of such a measure as proposed 
might enable Congress to deal with the holding company ques- 
tion, but that the results would be disappointing and uncertainty 
would be created if there was too long a delay in Congress 
enacting further legislation. Mr. Bledsoe said that he had never 
favored the consolidation plan requirement, but that he felt that 
unifications should go forward slowly and that they should be 
in the public interest when made. He thought that the effect 
of holding company acquisition of railroad securities was nega- 
tive rather than affirmative. He said that the holding companies 
could not go forward with consolidation. Senator Couzens said. 
however, that he knew of instances in which control was effected 
and that traffic was diverted and other changes made through 
control of securities obtained without authority from the Com- 
mission. 

Position of Short Lines 


Bird M. Robinson, president of the American Short Line 
Railroad Association, at the afternoon session, April 15, said 
the association was opposed to the resolution in its entirety 
and that it would not be acceptable to it if an amendment were 
adopted so that short lines could be taken over by larger 
lines. The short lines feel that few of them would be taken 
over if the large lines could not merge. 

Ben B. Cain, vice-president and general counsel of the 
short line association, was in the witness chair most of the 
afternoon, but he made little progress in the way of direct 
presentation of his case against the resolution because of 
interrogation by senators and debates among the senators. 

Chairman Couzens made several appeals to his colleagues 
to permit the witness to proceed without so much interruption. 

Mr. Cain characterized the proposal embodied in the resolu- 
tion as revolutionary. He based his opposition chiefly on the 
ground that Congress, having adopted the policy it had with 
respect to unification of railroads in the transportation act, 
should not now withdraw the authority given the Commission 
to approve consolidations or unifications. 


Discussion of the question of the propriety of the proposed 
action took up much of the time. Senator Wheeler, of Mon- 
tana, was emphatic in taking the position that Congress, with 
propriety, could withdraw the power. 


Senator Goff, who appeared to be in disagreement with the 
position taken generally by Senator Wheeler, asked Mr. Cain 
whether Congress could take away the power while the Great 
Northern-Northern Pacific unification case was pending. Mr. 
Cain replied that that involved grave constitutional questions. 
Senator Goff said where property rights had been vested the 
Congress could not withdraw the power. There appeared to 
be agreement on that. 

Senator Wheeler made a number of statements criticizing 
the action of the Commission in conditionally approving the 
unification of the Great. Northern and the Northern Pacific. 

C. J. Fagg, of the Jersey Traffic Advisory Committee, New 
Jersey Industrial Traffic League, and Newark (N. J.) Traffic 
Club, said those organizations had made a study of the con- 
solidation question and were opposed to the Commission’s plan 
on the ground that it would not be in the public interest to 
so unify the railroads. He said he was not opposing absorption 
of short lines by the larger roads, but that he did feel that 
there were in New Jersey and New York situations akin to 
that created by the proposed unification of the Great Northern 
and Northern Pacific. He emphasized the point that those for 


whom he spoke wished to have competition among railroads 
preserved. He said they were opposed, for instance, to merger 
of the Lackawanna with the Erie. 

Continuing his testimony April 16, Mr. Cain said that the 
Commission and the Department of Justice could proceed against 
holding companies if they exercised control over railroads in 
such a way as to violate the law relating to competition. 
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With reference to stopping the unification of the Great 
Northern and the Northern Pacific systems by adoption of the 
resolution, he said that if that were done a precedent would 
be established for an appeal to Congress from the Commission. 
Admitting that Congress had the power to do that thing, he 
urged the committee not to act before it obtained complete 
evidence. He pointed out that the Commission had had the 
Great Northern-Northern Pacific case under consideration for 
a year before it decided it. We did not think, of course, that 
the committee should act favorably on the pending resolution. 

Senator Barkley said that it has been stated that in the 
east holding companies had sewed up the situation and that 
Congress therefore could do nothing about it at this time. 

Chairman Couzens and Senator Wheeler indicated a feeling 
on their part that the short lines were concerned because they 
wished to “unload” on the trunk lines. Mr. Cain emphatically 
asserted that the short lines were basing their position on the 
public interest. 

Senator Pittman referred to his proposal that as a condition 
precedent to approval of consolidations there should be agree- 
ment as to the rate-making base of the consolidated properties. 

Taking up declarations in the Couzens resolution as to the 
effect of consolidation on employes, Mr. Cain expressed the 
opinion that the fear of the employes that they would be thrown 
out of work in large numbers if consolidations were effected 
was without foundation. He said he observed that Chairman 
Couzens and Senator Wheeler were smiling at that remark. 

“We haven’t any short line railroad to sell,” said Chairman 
Couzens. 

Mr. Cain said that approximately 51,000 miles of railroad 
had been consolidated and that if there had been any displace- 
ment of employes to any extent he knew nothing about it. 


Daniel Willard Testifies 


Daniel Willard, president of the Baltimore and Ohio Rail- 
road Company, appeared in opposition to the resolution with 
respect to the proposed requirement that all unifications and 
consolidations be stopped until further action by Congress. He 
said he was not opposed to the effort to do something about 
the holding company problem and that in view of what the 
Commission and Commissioner Eastman had said there ap- 
peared to be good reason for doing something about that. 

The holding companies have done what they have without 
consulting the Commission so that passage of the resolution 
taking away authority of the Commission would be of no value 
because the Commission has not acted in such cases, according 
to Mr. Willard. He thought that the status of the holding com- 
pany would remain unchanged and did not see how such com- 
pany would in any way be checked by passage of the reso- 
lution. 

Chairman Couzens asked whether the resolution would stop 
operations of the Pennroad Corporation and Mr. Willard replied 
that he did not see how it would. Senator Wheeler agreed with 
that statement. 

Senator Tydings said that as he read the resolution it 
would not prevent holding companies from going ahead, while 
railroad companies would be forbidden from meeting action 
taken by holding companies. Mr. Willard said that that was 
his idea. 

Discussing effect of consolidation on employes, Mr. Willard 
said he was thoroughly in sympathy with the proposition that 
the employes should have their interests protected. In connec- 
tion with the labor phase of the matter he said that the econo- 
mies that might be effected as the result of consolidations had 
to do principally with the reduced necessities for new capital 
through more intensive use of existing facilities and through re- 
duction in labor and material costs because less of both would 
be needed. He said the chief economies would be effected 
through use of fewer employes and pointed out that 60 per 
cent of the total operating expenses of the Baltimore and Ohio 
was for direct labor costs and that 40 per cent was for mate- 
rials. Taking into consideration the labor cost in the price of 
the materials he said approximately 80 per cent of the operat- 
ing expenses were due to labor costs. These facts, he said, 
presented a problem with respect to the employes. He said he 
had stated that it was only fair and right that Congress follow 
some such plan as that adopted by the British Parliament in 
connection with the consolidation of British railroads, providing 
that men who had been employed for five years should not be 
displaced in rank or suffer a reduction in compensation. 

At this point Chairman Couzens asked Mr. Willard about 
the proposed acquisition of the Reading by the Baltimore and 
Ohio and the latter explained why it would be desirable to have 
that grouping effected, chiefly to give the Baltimore and Ohio 
entrance into New York City on its own rails. 

Chairman Couzens said that he was opposed to taking all 
of the savings due to efficiency and economy out of the employes, 
and Senator Wagner raised a question as to whether the accom- 
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plishment of efficiency and economy by taking it out of the 
employes was in the public interest. 

Mr. Willard thought it was a mistake to think in terms P 
lower transportation charges in connection with reduce & 


penditures. He made the point that the public might face j, 
creased charges unless economies were effected so that it dit 
not follow that reduced charges would result from economies hy 
that rather increased charges might thereby be prevented. |, 
the eastern region, said he, there had been no increase jn busi. 
ness in the last ten years and that passenger business has fale, 
off from 30 to 40 per cent while wages had gradually gone y 
and rates had gradually gone down. In spite of those conditigy; 
said he, the railroads, generally speaking, had made a gai, 
factory showing and the service had been good. This improvej 
efficiency, continued he, had been accomplished chiefly by takin, 
off men, and that the railroads as a whole had 300,000 fey 
employes now than in 1920. However, said he, there was » 
end to effecting economies through reduction in the number ¢ 
employes and that the railroads were now about approaching 
that end. He said it was conceivable that but for furthe 
economies it would be necessary to raise charges if the railroai 
were to earn a fair return. 

Mr. Willard said that originally he had not been in fayy 
of the consolidation idea but indicated that he was forced 
change his mind because other consolidations had affected th 
business of the Baltimore & Ohio through the loss of neutr 
lines the control of which had been acquired by other compania 
and that therefore the Baltimore & Ohio had to take steps 
protect its interests. 

Chairman Couzens asked as to the effect of the acquisitig: 
of stock of the Wabash and the Lehigh Valley by the Pennsy|. 
vania Company. Mr. Willard said that the Baltimore & Ohi 
had been told that after the Pennsylvania had become a larg 
holder of Wabash and Lehigh Valley stock that shippers wer 
urged to route their business over new combinations of route 
in the interest of the Pennsylvania control. 

“That was human,” said he. “We did not expect the Penp. 
sylvania to buy the Wabash stock simply for practice, but it dij 
not create new business in the aggregate.” 

Returning again to the labor phase of the problem, Mr 
Willard said the Baltimore & Ohio had about 68,000 employe 
and that every year about 700 or 750 died of natural deaths ani 
an equal or greater number resigned. In addition, said he, ther 
were, of course, dismissals, but not so great in number. Th 
company lost, therefore, said he, about 1,500 men a year, or 
7,500 men in five years. He said what the Baltimore and Ohi 
would try to do if consolidations came about would be to take 
care of its employes by not employing new help from the oit. 
side and that in five or eight years the situation would adjust 
itself. He thought that Congress might require some suci 
treatment of the matter by legislation. 

Mr. Willard said he did not know of opposition to the 
Baltimore and Ohio system as proposed by the Commissio 
except with respect to the Reading. Asked by Senator Wheeler 
whether he had given consideration to unification, for instance, 
of the Baltimore and Ohio and a western or northwestern line 
Mr. Willard said that he had and that he was opposed to such 
unification because the line would be too long for efficient 
management. He said his line went to Chicago now and that 
he was not home more than two days a week and that if i! 
were considerably longer he did not know when he would gé 
home. He did not think that the Pennsylvania system, {0 
instance, confined as it was to one area, was too large. 

In further discussion of the holding company question, Mr. 
Willard remarked that the Commission had found no trouble 
in telling the Baltimore and Ohio to sell its Western Marylatl 
stock. He said if the resolution passed, however, he did 10 
know to whom it would sell the stock. 

Mr. Willard made the point that passage of the resolutiol 
would freeze the situation as to railroad development wt 
Congress took further action. 


Chairman Couzens remarked that sometimes it was bettél 
to freeze a situation than to flood it. Senator Pittman, in suf 
gesting possible transcontinental consolidations, referred favor 
ably to the transcontinental Canadian railroads and to lowe 
rates on those roads than on American roads. Mr. Willard said 
the rates might be lower, but he would not say the transport 
tion cost was cheaper and pointed out that through assistance 
from the government and for other reasons the Canadian liné 
had been able to give lower rates. 

O. P. B. Jacobson, chairman, and D. F. Jurgensen, enginett, 
of the Minnesota Railroad and Warehouse Commission, oppo 
all consolidations in general and the unification of the Gret! 
Northern and Northern Pacific in particular, in testifying Hy 
support of the Couzens resolution, at the afternoon sessi0l, 
April 16. 

Henry I. Green, vice-president and general solicitor of the 
Illinois Terminal Railroad System, toid of the unification of 
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April 19, 1930 


electric interurbans with steam roads in Illinois and Missouri 
as a solution of the difficulties in which the electric roads found 
themselves and of further plans for unification that, he said, 
would be prohibited if the resolution became law. He asked 
for an amendment that would exclude lines of the type included 
in the operations of the Illinois Terminal Railroad System and 
members of the committee indicated they would favor such an 
amendment. 

Tom Butler, mayor of Alton, Ill., asked that an exception be 
made with respect to the Chicago, Springfield and St. Louis, to 
the end that it might be sold to another carrier. 

L. 8S. Cass, vice-president of the American Short Line Rail- 
road Association, dealt with situations related to the Minne- 
apolis and St. Louis and other lines, in opposing the resolution. 
He said the M. and St. L., in receivership, had been ordered 
sold by the court and that the reorganization of the property 
would be prohibited if the resolution became law. 

Frank Kell, president of the Wichita Falls and Southern, 
said the resolution would not stop acquisition of short lines by 
the larger railroads. He did not think it wise for Congress now 
to reverse the policy with respect to consolidations approved in 
the transportation act. 

Senator Barkley expressed doubt as to whether the resolu- 
tion would prohibit holding company operations as intended by 
Senator Couzens. The latter said the bill drafting experts of 
the Senate had said that the language would stop the holding 
companies. 

C. D. Cass, general counsel of the American Electric Rail- 
way Association, asked for an amendment excluding electric 
interurban railways, independently operated, from the prohibi- 
tions of the resolution. 

Moultrie Hitt filed statements in opposition to the resolution 
on behalf of the Chicago, Attica and Southern and the Mount 
Jewett, Kinzua and Riterville. 

Clarence A. Miller filed a statement also for the Chicago 
Attica and Southern and for the Waterville Railway, and the 
Minneapolis and Rainy River Railway. He analyzed the resolu- 
tion as first seeking to prevent holding company and related 
operations and second to stop the consummation of the unifica- 
tion of the Great Northern and Northern Pacific lines. He said 
enactment of the resolution would not prevent the continued 
activities of holding companies because such companies were 
not subject to the interstate commerce act and did not now and 
would not by the resolution have to come to the Commission for 
— < ee of stocks of railroads. 

‘So ar as the solution of the holding compan 
concerned,” said he, “this resolution is but an tie posi in 
- = — ———- any force or effect. In other words, it is 

er medicin i : 
el re mgr an e to be prescribed for the disease which 


Mr. Miller submitted argument in su 
i pport of the propositio 
that the question of unification of the Great Northern a Soe 


a should be left with the Commission. In conclusion 


I do not believe it can be doubted b 
ut that Con 
i tee ay this legislation. I do not believe that ogy Sudan 
videh it sions of the Fourteenth Amendment to the Constitution pro- 
inertate, Commerce Commission, ot prior to" tke ‘time “ghey ae 
; > prior to e time 
her tt te rights may have accrued. It is not subject to By, EH 4 
aed “y ex post facto law because that appelation can apply only 
Connie cases. Congress, having created the Interstate Commerce 
ys =" and conferred upon it certain powers, it can, if it so 
There —_ the Commission entirely, or limit its powers. 
eaten ae no doubt but _ that a joint resolution, passed by both 
Hinds’ Pa aignea by the President, has the force and effect of law. 
371. The pe gy AR + ee Vol. IV, Section 
on then wo 
Paragraphs 2 to 8 of the interstate apumnadtan Gat. py bp -BL 


ing such far-reaching laws, see, eeioas 


in the form of joint resolut 
times naideration for all of the facts, ed been ponent a yond 
Section 3370" recedents of the House of Representatives, Vol. IV, 
f this resolution is enacted, th 
- " e present law will 
wih gt any new legislation being substituted for it, mms 
cations 7 oe Interstate Commerce Commission no power over unifi- 
serlount re those railroads which have not yet been unified will be 
ayetema’ a wo alee’ tan A ~ _ fact that many large 
up, an 
~aees Up Systems that will: be competitive." a a oo 
1 ae seem that the wise policy to follow would be: 
cngneien € a thorough investigation of the so-called evils of holding 
control —~ oe determine what remedial legislation is necessary to 
anen Mins evils, then enact substantive affirmative legislation 
-. The opponents of the G 
ti e Great Northern-Northern Pacific unifica- 
Comannans had their day in court before the Interstate commerce 
> — should be required to accept the decision of that body 
the — the same as anyone else who loses a case, either before 
utes state Commerce Commission or in the courts. If every dis- 
merce 7 Bear pee who has not succeeded before the Interstate Com- 
severe cnmission, should come to Congress for the suspension of the 
enactme the Commission, or a reversal of its decisions by legislative 
pe _ the entire time of Congress would be taken up with such 
or the ee in every litigated matter before the Commission one 
Lhe er of the parties must necessarily lose. 
tha ~ that no further action will be taken on this resolution, and 
’ any event, it will fail of enactment. 
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Mr. Robinson concluded for the short lines shortly after 
the opening of the hearing on April 17. Replying to a remark of 
Chairman Couzens relating to disposal of “unprofitable” short 
lines, Mr. Robinson said that Mr. Cain had an interest in the 
Gulf, Texas and Western and that it was a good road and had 
developed a substantial amount of traffic. He said he had no 
interest himself in any short line. He made the point that from 
a selfish standpoint the short line association should not advo- 
cate the taking over of short lines by the larger lines because 
every time one of its members was taken over, the association 
lost a member. He insisted that the interest of the officials 
of the association at the hearing was not a selfish one, but was 
in the interest of the public and the people represented by 
him. He said there were some short lines, of course, that had 
served the purpose for which they were built and that the 
association had advocated abandonment of such lines. State- 
ments were put in the record on behalf of a number of short 
lines now involved or about to be involved in negotiations 
looking to their transfer to larger lines, the point being made 
that if the resolution passed these negotiations would be 
stopped. 

F. J. Lisman, investment banker and specialist in railroad 
securities, discussed the railroad consolidation situation, and 
made particular reference to several weak lines that were in 
process of being taken over and that would not be taken over if 
the resolution became law. He said it would not be helpful to 
except only the short lines. He believed that the process of 
unification should be permitted to go forward under the super- 
vision of the Commission. He said he could enumerate upward 
of one thousand miles of railroad that would be abandoned if 
the resolution were passed, because proposals to take over such 
lines would be blocked. 

Representatives of organized railway employes submitted 
testimony in support of the resolution in general, but with 
marked emphasis on the situation involved in the proposed 
Great Northern-Northern Pacific unification. 

W. N. Doak, national legislative representative of the 
Brotherhood of Railroad Trainmen, read a statement on behalf 
of his organization and officials of the Brotherhood of Locomo- 
tive Engineers, the Brotherhood of Locomotive Firemen and 
Enginemen, the Order of Railway Conductors, the Brotherhood 
of Maintenance of Way Employes, and the National Marine En- 
gieers Beneficial Association. He also put in the record the 
statement of the Railway Labor Executives’ Association on the 
necessity for additional consolidation legislation to protect the 
interests of the public and railroad employes published in The 
Traffic World of April 5, p. 899. He also filed a memorandum 
brief in support of the resolution prepared by Donald R. Rich- 
berg, counsel for the Railway Labor Executives’ Association. 
Mr. Richberg assailed the Great Northern-Northern Pacific unifi- 
cation. He said passage of the resolution would afford appro- 
priate emergency relief. He asserted that the law now was 
inadequte and that “the passage of S. J. Res. 161 presents 
itself as the first logical and necessary step in resuming public 
control of railroad consolidations.” 


After stating that the organized railway employes had no 
desire to stand in the way of progress and that they had re- 
garded the consolidation problem as one that would be worked 
out to the end that great competitive systems would be created 
and use of facilities coordinated, Mr. Doak said if the general 
question of consolidation was to be judged by the precedent 
established in the Great Northern-Northern Pacific case, “we 
are fearful that great onslaughts will be made in the country 
at large” which might have far-reaching effects on railroad 
men and the several communities interested. 

Mr. Doak referred to the decrease in the number of em- 
ployes of Class I railroads in recent years. In 1923, said he, 
there were 1,879,770, with total compensation of $3,043,161,163, 
while in 1929, there were 1,686,769, a reduction of 193,001, and 
total compensation of $2,940,868,690, a reduction of $102,292,473. 
At the samé time, said he, there had been an increase of 35 
billion in revenue ton miles in the same period. He pointed 
to these statistics to show that the railroad employes had rea- 
son to be concerned as to the effect on them of consolidations 
of railroads. The brotherhood men put in testimony relating 
particularly to the Great Northern-Northern Pacific situation to 
show how their members would be affected adversely by such 
a unification. 

Position of Commission 


The Commission feels that for it to say there is need for 
the suspension of its authority over unifications and consoli- 
dations “would amount to an expression of opinion that it 
doubts its own ability to determine wisely, on a record made 
in public hearings after due notice, what is in the public interest 
and to act accordingly,” according to testimony given April 18 
before the Senate committee by Commissioner Eastman on the 
Couzens resolution. 

The Commission, however, favors legislation that will pro- 
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hibit unsupervised forms of “virtual unification,” according to 
the commissioner. 

Chairman McManamy, who will appear before the com- 
mittee Monday, was recorded as favoring the Couzens resolution 
in its entirety. 


the Pennsylvania Company for hearing May 19 in Washingtop 
before Commissioner Meyer and Assistant Director Burnside 
of the bureau of finance. In its complaint the Commission 4). 
leges violation of the Clayton act by reason of the alleged action 
on the part of the Pennsylvania Railroad Company through the 
Pennsylvania Company of acquiring stock of the Wabash and 
Lehigh Valley railroads. 


HOLDING COMPANY INQUIRY 





The House committee on interstate and foreign commerce 
has mailed questionnaires to holding companies, investment 
trusts, and other organizations in its inquiry into the owner- 
ship of railroad securities. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8164, (1) authorizing the Chicago 
Great Western Railroad Company to issue $1,291,200 of promissory 
notes payable to the order of the Lima Locomotive Works, Inc., in 
connection with the procurement of 15 freight locomotives; and (2) 
dismissing that part of the application which requests authority to 
execute a proposed equipment lease, approved. 

Report and certificate in F. D. No. 8090, authorizing the Panhandle 
& Santa Fe Railway Company and the Kansas City, Mexico & Orient 
Railway Company of Texas to operate under trackage rights over the 
railroad of the Galveston, Harrisburg & San Antonio Railway Company 
between Alpine and Paisano, in Brewster and Presidio counties, Tex., 
approved. 

Report and order in F. D. No. 8158, authorizing the New York, 
Chicago & St. Louis Railroad Company to issue $12,000,000 of re- 
funding-mortgage 4% per cent gold bonds, series C; said bonds to 


G. N.-N. P. UNIFICATION 


Representatives in Congress from northwestern states haye 


RAILROAD EARNINGS 


appointed a committee headed by Representative Burtness, of 
North Dakota, to ask the Commission to withhold further action 
on the proposed Great Northern-Northern Pacific unification 
until Congress has had time to take action with respect to 
—— to suspend authorization for consolidations and yy. 
ications. 


The Commission’s official statistics on operating revenues 





and operating expenses of Class I railroads for February and 
the two months ended with February, compiled by the Bureay 
of Statistics from carrier reports, follow: 


be sold at not less than 95 per cent of par and accrued interest from 1930 1929 
March 1, 1930, and the proceeds used to reimburse the treasury for Average number of miles operated......... 242,359.49 242,124.50 
capital expenditures not heretofore capitalized, approved. . y sis 
Report and order in F. D. No. ee, oe uae at = — Rail- Revenues: 
road Company to issue not exceeding , of capital stock, con- Freight ......... ane 
sisting of 150 shares of the par value of $100 a share, $11,800 of said Aen le pik ancien chapph citer 158i enact err gil 
stock to be issued at par to subscribers in connection with the or- "5 RS RA an fai RES Si ate eae eN 8817134 "$8°789' 385 
ganization and acquisition of applicant’s railroad, and $3,200 thereof alain aaatcaene rivaled “9°531 236 
to be wes for — at not — than par and the proceeds used solely All other transportation nee 13'674'929 15/938 '545 
for working capital, approved. OE ee 476, 9° 055. 
Report and certificate in F. D. No. 7890, authorizing the Erie Rail- Joint facility—Cr StS pOin eee ate re yet bey +e 
way & Michigan & Navigation Company to operate over certain track- Joint PACU — DP. «on oococccooacccosocce "399'385 313°768 
age ——— Nd the Detroit & Mackinac Railway Company, in Iosco eee ’ ’ 
county, Mich., approved. Railw i , : 9 ne 72 4EE 
Report, certificate and order in F. D. No. 6765, authorizing the LAE SOPOT, .«..+.. 427,940,570 476,155,913 
Oregon ee t cmampnr iomneny a to ne orgy a po operate = I2xpenses: 
extension of its line of railroad in Linn county, Ore., and to operate . F z e a : 
under trackage rights a line of the Southern Pacific Company in said anes “ way and peeenees. tee py yy 55,542,835 
county, and (2) denying request for permission to retain excess earn- Traffic of equipment.............. aa eae ike 1 
ings, approved. Transportation ogee 157,391,909 171,028,668 
SSeS e Miscellaneous operations .............. . ,150 4,470,063 
FINANCE APPLICATIONS Goneral ........ccccesecsccsscscceccecs 16,129,334 15,573,279 
finance No. 8198. Atchison, Topeka & Santa Re Railway Co. Transportation for investment—Cr..... 850,176 713,495 
asks authority to construct a spur or extension in Stockton, Calif., ae ‘ ag oe 
to serve industries expected to be developed, in connection with the Railway operating expenses......... 330,579,336 350,548,850 
development of a deep water channel into Stockton. e applicant . ¥ 
said it would be agreeable to it for other lines to participate in the ne tate ea from > rae operations....... 97,361,234 125, 607,063 
control of the line. ¥ + lem — Sesseeeeeecereeeeeeececs 28,760,737 31,548,021 
Finance No. 8194. Great Northern Railway asks authority ps ncollectible railway revenues............. 90,291 82,669 
assume obligation and liability, as guarantor, in respect of $3,446, . " . ‘ ss 
of non-interest bearing promissory notes of its subsidiary, the Cot- Railway operating income.......... 68,510,206 93,976,373 
tonwood Coal Co., to be used by the subsidiary in payment for iron ore. jaquipment rents—Dr. balance 7.173.899 2 a 
Finance No. 7044. Supplemental joint application of the Portland A ey sas 1h, Se ena , ++ 7,318,027 
& Ogdensburg Railway and* the a nies a Co. for au- Joint facility rent—Dr. balance.......... --. 1,884,296 1,934,697 
thority for the latter to sell, and/or pledge, 5 ,000 of 4% per cent aa : - ‘i 
first mortgage gold bonds of the Portland & Ogdensburg at 88 and Net railway operating income...... 59,452,011 84,723,649 
accrued interest. F . - a 
Finance No. 8195. Pere Marquette Railway Co. asks authority to Ratio of expenses to revenues (per cent).. 77.25 73.63 
operate under trackage rights over the Niagara Falls branch of the TWO MONTHS 
Erie Railroad Co. between Suspension Bridge, N. Y., and East Buffalo a 
Yards, N. Y. oe = Bn . gerry Rai. — —, ye 1930 1929 
terially to expedite the handling of freight traffic, bo eastbound an Avers ; 
westbound, through the Niagara Frontier, which will improve. its Average number of miles operated......... 242,358.94 242,126.89 
eastbound and westbound freight service and make possible reduc- Revenues: 
tion in number of train miles and train hours operated in the time Freight _ 
of movement of loaded and empty cars and consequently in the Pee Re ee ee $665, 028,866 $731,017,145 
number of cars required in handling said traffic, all of which will tend a ste e tee teeee eect ence eee es etl 31,700,002 4143, 389,444 
to reduce expenses of operation, according to application. apap ehetetet aint pabieneatanabeeee 18,264,275 018,073,280 
Finance No. 8200 Application of the Grand Rapids & Indiana and Al the gfe nc aes esata eet e eee 16,246,721 18,630,781 
the Pennsylvania for permission to abandon that part of the Mis- er rs ene we oan arose 28,213,814 32,201,551 
saukee branch of the G. R. & I. from Merritt, Missaukee county, Rae meine eee weed nS 
pore sar peti Roscommon county, Mich., a distance of approxi- soint iinet taimetna "614°636 “631991 
FINAL VALUATIONS Railway operating revenue........ 879,133,774 963,661,185 
. y Iixpenses: 
Valuation No. 246, Central Vermont, Bethel Granite, New London A : 
Northern and West River railroads, opinion No. B-767, 30 Val. Rep. ne sepa of way and structures.... 108,093,446 113,965,964 
293-356, final value for rate making purposes of the property used — er 185,156,949 194,600,134 
for common carrier ere; by be: "ry and used, $16,366,850, Saemmnaciniben epee ee ee pa ee Raver shy sneer se 
fag Ba tae VO,0St See, and owned But not used, 904,06, as —— operations sated naLabiekecoan 9,345,720 9,277 it 
Valuation No. 202, Chicago & Eastern Illinois, opinion No. B-770, enera Sees e ete e eee e nsec eereseeeses 33,057,187 31,860, ‘ 
31 Val. Rep. 1-99, final value for rate making purposes of the property Transportation for investment—Cr..... 1,752,757 1,461,295 
owned and used for common carrier purposes, found to be $63,606,000; iii des in ‘i . 
of property owned but not used, $1,513,500, and of property used but Railway operating expenses........ 687,014,559 720,302,666 
not owned, $4,997,844, as of June 30, 1915. Net revenue from railway operations...... 192,119,215 243,358,519 
Se Railway tax accruals........... Sarena eerneai ea 58,223,422 62,953,714 
CHANGE IN DOCKET Uncollectible railway revenues............. 181,983 155,505 
Further hearing in No. 19656, James O’Meara et al. vs. Railway operating income.......... 133,713,810 180,249,300 
B. & O. R. R. et al., assigned for April 17, at Washington, D. C., si ‘ ope ; , ; ’ x mit 
before Examiner McAuliffe (for the sole purpose of determining equipment rents—Dr. balance.............. 4,627,575 14,421, 
age —Dr. balance. 22222222221 7 "338 
the facts as to the waste incident to the dressing of Indiana Se a Loe eee 3,917,107 3,913.3 
limestone, and the value, weight, and weight density of rough Net railway operating income...... 115,169,128 161,914,616 
and dressed Indiana limestone), was canceled and reassigned for Ratio of expenses to revenues (per cent)... 78.15 14.15 


May 12, at Washington, D. C., before Examiner McAuliffe. 


PENNSYLVANIA CLAYTON CASE 


The Commission has assigned its Clayton act proceeding 
in No. 22260 against the Pennsylvania Railroad Company and 


*Includes $2,960,231 sleeping and parlor car surcharge. 


tIncludes $3,203,171 sleeping and parlor car surcharge. 
tIncludes approximately $56,265 back mail pay. 
4Includes $6,293,595 sleeping and parlor car surcharge. 
4Includes $6,518,280 sleeping and parlor car surcharge. 
alncludes approximately $56,265 back mail pay. 
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OE 
Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


: ken from Reporters and Digests of National Reporter System, 
(Digests lished by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 


i a ee 


CARRIAGE OF LIVE STOCK 


(Springfield Court of Appeals, Missouri.) In action for dam- 
age to hogs shipped over defendant railway from Missouri to 
Illinois, and upon consignee’s refusal to accept. reshipped to 
point of origin, where petition was based upon common-law 
obligation of railway to carry and deliver the hogs safely, it 
was error to instruct jury “it was the duty of the defendant 
in this case to well and safely carry this carload of hogs,” 
because jury were not thereby required to find that hogs were 
in good condition when delivered to railway.—Gillette et al. vs. 
St. Louis‘San Francisco Ry. Co., 24 S. W. Rep. (2d) 1050. 

In action against common carrier for death of and injury 
to hogs, originally sent from Missouri to Illinois and then sent 
back to point of origin, instruction that measure of damages 
was difference in value of hogs when delivered to carrier and 
when returned to owner was erroneous, since shrinkage in 
weight on return journey should have been considered and value 
of lost hogs should have been ascertained by value of hogs 
returned to owner.—Ibid. 

Evidence held sufficient to go to jury in action against com- 
mon carrier for hogs lost or injured, in breach of common-law 
obligation to carry and deliver safely, where there was shrinkage 
of 5,785 pounds and a loss of 53 hogs.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of New Jersey.) Board of public utility 
commissioners held to have authority to make order relating 
to number, routes, and operation of public busses on White 
House pike, running from Camden to Atlantic City—West Jersey 
&S. 8S. R. Co. vs. Board of Public Utility Commissioners et al., 
149 Atl. Rep. 269. 

Order of board of public utility commissioners, permitting 
operation of 35 local busses allotted to different companies be- 
tween certain points on White House pike, held to be reasonable 
and not to infringe property rights of railroads not furnishing 
adequate local service over same route.—Ibid. 

Board of public utility commissioners held to have no 
jurisdiction over bus line to the extent it is engaged in inter- 
state commerce.—Ibid. 





Shi « D ¢ ¢ 
ipping Vecisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





(Circuit Court of Appeals, Fourth Circuit.) Water trans- 
portation, unconnected with transportation by rail, is not subject 
‘o provisions of interstate commerce act, sec. 6 (49 USCA, 
Sec, 6), requiring every common carrier subject to the provisions 
of the interstate commerce act (49 USCA, sec. 1 et seq.) to file 
with Interstate Commerce Commission and print and keep open 
for public inspection schedules of its rates, fares, and charges, 
and conform thereto.—United States vs. Munson Steamship Line, 
3 Fed. Rep. (2d) 681. 

c Water carriers are subject, not to the Interstate Commerce 
Pommission, but the United States Shipping Board, and are 
*quired to file schedules of maximum rates with that board, 
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which is given supervisory power over their rates and practices 
in accordance with act Sept. 7, 1916, 39 Stat. 735 (46 USCA, 
sec. 817. ; 

Water carrier operating between Baltimore and points in 
Florida accepted from rail carriers at Baltimore freight which 
had been transported from inland points. On delivery to the 
water carrier, the bill of lading was surrendered to the rail 
carrier and a new one made at the shipper’s direction to cover 
the carriage by water to the ultimate destination. If the rail- 
road freight rate had not been paid by the shipper, it was ad- 
vanced by the water carrier as the shipper’s agent and subse- 
quently collected from the consignee, together with charges for 
the transportation by water. The ultimate destination of the 
goods was sometimes noted on the rail carrier’s bill of lading, 
but for convenience merely, and not as indicative of any through 
rate, the contracts for carriage by rail and water being made 
by the shipper with each carrier separately. Held that the 
water carrier was not taking part in transportation with the 
rail carrier under “common arrangement” within the meaning 
of interstate commerce act, sec. 1 (a), 49 USCA, sec. 1 (a), so 
as to require filing of schedule of rates and charges with the 
Interstate Commerce Commission in accordance with section 6 
of the act (49 USCA, sec. 6), especially in view of the fact that 
the term “common arrangement” as used therein must be in- 
terpreted under the rule of ejusdem generis as an arrangement 
analogous to common control or management.—Ibid. 


COTTON TO GULF PORTS 


In an opinion by Justice Brandeis in No. 19, Alexander 
Sprunt & Son, Inc., et al., appellants, vs. the United States et al., 
the Supreme Court of the United States, April 14, with respect 
to the appellants, reversed the federal court for the southern 
district of Texas with a direction to dismiss the suit, but said 
that the decree entered below should stand with respect to the 
railroads. 

The Commission, April 4, 1927, entered an order directing 
the railroads operating in Oklahoma, Arkansas, Texas and Lou- 
isiana to remove undue prejudice and preference caused by 
their rates on cotton shipped from interior points to Houston 
and other ports on the Gulf of Mexico. (Application of Rates 
on Cotton to Gulf Ports, 100 I. C. C. 159; 123 I. C. C. 685.) The 
highest court upheld the Commission. 


Two suits were brought to enjoin the enforcement of the 
order and to set it aside. The first was brought by Alexander 
Sprunt & Son, Inc., and others interested in cotton compresses 
and warehouses located at wharves on the waterfront. The 
second was brought by the Texas & New Orleans and other 
rail carriers. The two cases were consolidated. The lower 
court sustained the validity of the Commission’s order, dissolved 
the interlocutory injunction that had been granted, and entered 
a decree dismissing the bills, 23 F. (2d.) 874. 


Justice Brandeis said none of the carriers appealed and 
that the railroads promptly established the prescribed rate 
adjustment and that it was’ now in force. The appeal was 
taken by the Sprunt company and those shippers and associa- 
tions of shippers which had joined below as co-plaintiffs in the 
bill filed by it. No stay of the decree pending the appeal was 
granted or sought, and no railroad was made a party to the 
proceedings on appeal. 

“At the argument, this court raised the preliminary question 
whether there is any substantive ground for appeal by the 
shippers alone,” said Justice Brandeis. “In order to answer 
that question, a fuller statement is necessary of the matter in 
controversy before the Commission and of the terms of the 
order entered by it. 


“From interior points in Texas, Louisiana, Oklahoma and 
Arkansas to the several ports on the Gulf of Mexico there were 
on all the railroads two schedules of rates on cotton—the do- 
mestic or city-delivery rates and the export or shipside rates. 
The latter were, prior to the entry of the order complained 
of, 3 or 3.5 cents per 100 pounds higher than the former. All 
rates permit concentration and compression in transit and in- 
clude free switching, to and from the warehouses and com- 
presses. Complaint was made that in applying these rates the 
railroads unjustly discriminated against other shippers and in 
favor of Alexander Sprunt & Sons, Inc., and other owners of 
warehouses and compresses at the wharves, by applying the 
domestic rates on shipments to their plants of cotton intended 
for export or for transshipment by vessels coastwise. It was 
sought to justify this practice on the ground that the conditions 
which had led to charging the higher rate for export cotton 
were absent in the case of these waterfront plants. 

“The différence of about 3.5 cents per 100 pounds between the 
domestic and the export rates is approximately equal to the cost of 
transporting the cotton, by dray or by switching from uptown 
concentrating and high density compressing plants in the ports 
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Bluefield, W. Va. 
Bristol, Va. 
Brunswick Transfer, Md. 


Cedar Hill Transfer, Conn. 
Chicago, Ill. 
Chattanooga, Tenn. 
Cincinnati, Ohio 
Columbus, Ohio 
Columbus (P. R. R. “Pan Handle”), Ohio 
Danville, Va. 

Durham, N. C. 

Fieldale, Va. 

Florence Transfer, S. C. 
Greensboro, N. C. 
Hagerstown Jct. (W. M. R. R.), Md. 
Hagerstown Tfr. (P. R. R.), Md. 
Hamlet, N. C. 
Harrisburg Transfer, Pa. 
Henderson, N. C. 


High Point, N. C. 


Indianapolis, Ind., via Big 4, Ivorydale, Daily 
Ivorydale, Big 4, Transfer, Ohio 


Kansas City, Mo. 
Kenova, W. Va. 
Knoxville, Tenn. 
Louisville, Ky. 
Lynchburg, Va. 


Martinsville, Va. 


Norfolk, Va. 
Norfolk (Pier S), Va. 
Northumberland Transfer, Pa. 
Norton, Va.’ 


Philadelphia Transfer, Pa. 
Portsmouth, Ohio 
Reading (P. & R.), Pa. 
Richmond, Va. 
South Rocky Mount, N. C. 
Spencer Transfer, N. C. 


Waynesboro, Va. 
Winston-Salem, N. C. 
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to shipside. This difference served to equalize rates as _ be- 
tween the uptown plants and interior plants. In 1921 and later, 
warehouses and high density compressing plants were located 
at the waterfront, almost within reach of the ship’s tackle. 
From these plants there was no need of local transportation 
by dray or by switching, to shipside. The lower domestic rates 
were accordingly applied on cotton shipped to them, even though 
intended for export. 

“This practice gave to the waterfront plants an obvious 
advantage over those located uptown in the ports and over those 
located in the interior.” 

Justice Brandeis said that, after extended hearings, the 
Commission found that the existing adjustment of rates to 
ports was unduly prejudicial to the warehouses and compresses 
uptown and in the interior, that it was unduly preferential of 
those at the waterfront, and that the rates should be readjusted 
so that one rate should apply for all deliveries within the usual 
switching limits of the respective ports, except that the export 
rates should be made higher than the domestic rates by an 
amount equal to the wharfage. The Commission did not at first 
specify the particular rate adjustment to be established, but 
later, upon reopening the case, it prescribed specifically what 
the rate adjustment should be. It found that “for the purposes 
of this case, a fair and reasonable basis for equalizing the city- 
delivery and shipside rates will be to increase the city-delivery 
rates 1 cent per 100 pounds and reduce the shipside rates, ex- 
clusive of wharf or pier terminal charges equivalent to 2 cents 
per 100 pounds, to the basis of the increased city-delivery rates.” 

Justice Brandeis said the appellants contended that there 
was no basis for the Commission’s finding of undue prejudice 
and preference. 

“We are of opinion,” said he, “that appellants have no 
standing, in their own right, to make this attack.” 


The opinion said that in the case at bar the appellants had 
no independent right that was violated by the order to cease 
and desist. It said they were entitled as shippers only to rea- 
sonable service at reasonable rates and without unjust dis- 
crimination, and that if such service and rates were accorded 
them they could not complain of the rate or practice enjoyed 
by their competitors or of the retraction of a competitive ad- 
vantage to which they were not otherwise entitled. The ad- 
vantage, continued the opinion, which the appellants enjoyed 
under the former tariff was merely an incident of and hence was 
dependent upon the right, if any, of the carriers to maintain 
that tariff in force and their continuing desire to do so. 

After further discussion of this phase of the matter, Justicé 
Brandeis said that, moreover, by the action of the carriers, the 
issue of undue prejudice and unjust preference, which had been 
passed upon by the Commission, had become moot, referring 
to U. S. vs. Anchor Coal Co., 279 U. S. 812. (49 S. Ct. Rep. 
262.) He said most of the carriers never sought to annul the 
order and that those that joined in the suit to set it aside had 
since voluntarily severed themselves from the shippers who 
objected to it. He said there was nothing to show that any 
carrier was now in sympathy with the appellants’ attack on 
the order. 

“A judgment in appellants’ favor would be futile,” said he. 
“It would not restore the appellants to the advantage previously 
enjoyed. If the Commission’s order is set aside, the carriers 
would still be free to continue to equalize the rates; and for 
aught that appears, would continue to do so.” 

The appellants also complained of the order on the ground 
that it authorized an increase in the local or domestic delivery 
rates without a hearing and findings as to the reasonableness 
of the level of either the old or the new rates. It was urged 
that section 15 of the act did not authorize the Commission to 
fix the rates necessary to remove undue prejudice without such 
hearing and findings. Justice Brandeis said, however, that 
plainly appellants could not in their own right be heard to com- 
plain in this suit of this part of the order. 

He said if the appellants were aggrieved by the level of the 
new rates, they still had their remedy before the Commission 
under sections 13 and 15 of the act. 

A further objection urged by appellants related to the Com- 
mission holding that no allowances could lawfully be made with 
respect to what it termed the “intraplant’” movement by hand 
truck, overhead trolley, etc., to shipside from warehouses and 
compresses on and adjacent to the wharves operated as part of 
such warehouses or compresses. Appellants urged that this 
prohibition was arbitrary and should be enjoined. Justice 
Brandeis said the Commission made no order as to this matter 
and that if under their contract with carriers the appellants 
performed services which properly should be performed by the 
carriers, the appellants were free to demand allowances there- 
for and enforce the demands by appropriate proceedings before 
the Commission and in the courts. 

“The decree below dismissed the consolidated suit on the 
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merits,” said Justice Brandeis in conclusion. “As the matte 
in so far as it relates to the bill filed by these appellants be 
become moot since the decree was entered, the decree should } 
reversed, so far as it concerns appellants; and the distr 
should be directed to dismiss their bill without costs. See y ¢ 
vs. Anchor Coal Co., 279 U. S. 812. (49 S. Ct. Rep. 262) ‘¢ 
far as concerns the carriers—no appeal having been taken br 
them—the decree entered below should stand. Reversed wi 
directions to dismiss.” “ 
The Chief Justice did not take part in this case. 


ict cour 


SWITCHES AT THALMAN, GA. 


The Supreme Court of the United States, April 14, ip No 
672, Seaboard Air Line vs. Atlanta, Birmingham & Coast, denie, 
a petition of the Seaboard for a writ of certiorari to the Cirenj 
Court of Appeals, Fifth Circuit, which upheld a decision dis 
missing the Seaboard’s bill to compel specific performance 4 
a written agreement alleged to entitle petitioner to require the 
installation, maintenance and operation of an interlocking play 
and derailing switches at the crossing of the railway lines Of 
petitioner and respondent at Thalman, Ga. 





REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 5 totale 
907,928 cars, according to the car service division of the Amer. 
can Railway Association. This was an increase of 22,769 car 
over the preceding week, but a reduction o2 50,297 cars belox 
the same week in 1929 and a reduction of 11,424 cars under 
the same week in 1928. 

Revenue freight loading by districts the week ended April 
Ps for the corresponding period of 1929 was reported 4 
ollows: 


Eastern district: Grain and grain products, 6,716 and 4,954: liv 
stock, 1,830 and 1,941; coal, 32,504 and 34,054; coke, 2,818 and hh 
—— ag — a 3,558; ore, 1,442 and 1,689; merchandise 

. L., 70,795 and 75,041; miscellaneous, 89, 3,953; total 
1930, 209,166; 1929, 228,172; 1928, 218,162. on ao Se oe 
_ Allegheny district: Grain and grain products, 2,977 and 2,44 
live stock, 1,790 and 1,589; coal, 33,423 and 34,575; coke, 5,012 ani 
o's nk. orcr er _ = ani ore, 3,912 and 2,667; merchan- 

" . L., 53,393 an i ; miscellaneous, 83,901 91,803; total, 
1930, 187,099; 1929, 198,333; 1928, 189,644. eS eae 

Pocahontas district: Grain and grain products, 261 and _ 182; liv 
stock, 38 and 45; coal, 32,538 and 30,540; coke, 358 and 393; forest 
eg x ge Re ore, Sox's 110; merchandise, L. CL 
,852 an ,772; miscellaneous, 8,645 and 8,405; 1, » 50,253 
1929, 49,231;°1928, 47,858. Se ne aoe 

Southern district: Grain and grain products, 3,779 and 4,031; live 

stock, 1,277 and 1,583; coal, 18,156 and 16,866; coke, 581 and 58 
forest products, 16,387 and 22,376; ore, 875 and 1,246; merchandise 
L. C. L., 40,823 and 41,655; miscellaneous, 62,821 and 69,266; total 
1930, 144,699; 1929, 157,616; 1928, 155,609. 
_ Northwestern district: Grain and grain products, 9,553 and 9,41] 
live stock, 5,981 and 6,418; coal, 4,652 and 4,353; coke, 1,345 and 1,80; 
forest products, 15,908 and 18,640; ore, 858 and 882; merchandise, lL 
C. L., 32,553 and 33,575; miscellaneous, 38,246 and 37,994; total, 193), 
109,096; 1929, 113,076; 1928, 111,209. 

Central Western district: Grain and grain products, 11,633 ani 
9,890; live stock, 9,237 and 9,537; coal, 9,044 and 8,623; coke, 283 and 
217; forest products, 10,369 and 11,077; ore, 2,721 and 4,046; merchar- 
dise, L. C. L., 34,531 and 35,946; miscellaneous, 54,307 and 53,307; total 
1930, 132,125; 1929, 132,643; 1928, 124,142. ¢ 

Southwestern district: Grain and grain products, 5,414 and 4,81) 
live stock, 2,306 and 2,491; coal, 3,719 and 3,306; coke, 98 and 1 
forest products, 6,980 and 8,781; ore, 548 and 484; merchandise, 
L. Cc. L., 15,980 and 16,685; miscellaneous, 40,445 and 42,480; tota, 
1930, 75,490; 1929, 79,154; 1928, 72,728. ; 

Total, all roads: Grain and grain products, 40,333 and 35,731; liv: 
stock, 22,459 and 23,604; coal, 134,036 and 132,317; coke, 10,495 ant 
11,995; forest products, 56,961 and 69,104; ore, 10,505 and 11,124; mer 
chandise, L. C. L., 254,927 and 267,142; miscellaneous, 378,212 and 4; 
208; total, 1930, 907,928; 1929, 958,225; 1928, 919,352. 


Loading of revenue freight in 1930 compared with the tw 
previous years follows: 


1930 1929 1928 

Four weeks in January............ 3,349,424 3,571,455 3.448 fh 
Four weeks in February........... 3,505,962 3,766,136 3,590,714 
Five weeks in March............-. 4,414,625 4,815,937 4, 752,58! 
oe, ge eee er ee 907,928 958,225 919,35 
ROE. Scctn-vuwcnvaacun srtenenes 12,177,939 13,111,753 12,711,048 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 23-31 was 465,920, as compared with 478,592 cars in the 
preceding period, according to the car service division of the 
American Railway Association. No shortage was reported. The 
surplus was made up as follows: 


Box, 172,086; ventilated box, 618; auto and furniture, 30,886; tot#, 
203,590; flat, 10,350; gondola, 109,726; hopper, 96,340; total coal, 206,066: 
coke, 640; S. D. stock, 25,140; D. D. stock, 3,982; refrigerator, 14,4) 
tank, 492; miscellaneous, 1,239. 


Canadian roads reported a surplus of 32,000 box, 750 aul 
and furniture, 1,100 S. D. stock and 50 refrigerator cars. 
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Recent Changes in Transportation, 


Production and Marketing 


: Fourth of a Series of 


oe 


present discussion deals with the significance of 
improved railroad service, of the revival of high- 
way transport, of changes in the railroad freight rate 
structures, and the growth of intercoastal business 
Vthrough the Panama Canal. 
: In a recent survey of the opinions of industrial 
> \eaders concerning the gains accruing to them from the 
"marked betterment of railroad service since 1922, the 
Sgain most frequently emphasized by some one hundred 
respondents was the reduction in inventories made pos- 
‘sible thereby. Estimates of the actual reduction neces- 
‘sarily varied from industry to industry, but the replies 
"received from manufacturers in various industries, as 
well as from retailers and jobbers, indicated the general 
belief that the reduction has been substantial. 


: George R. Meyercord, formerly president of the 
Illinois Manufacturers’ Association, has sponsored the 
statement! that Illinois manufacturers, whose sales in 

1929 totaled $6,000,000,000, on November 1, 1929, had in- 

‘yentories of raw materials and finished goods which 

were 13.28 per cent of their sales in 1929, whereas the 

‘corresponding figure for 1920 was 20.2 per cent of the 

sales for that year. This indicates a substantial reduc- 

> tion in inventories, and it is noteworthy that, while the 

"reduction took place both in raw materials and in fin- 
ished goods, the diminution was much greater for the 
» former than for the latter. 

Substantial reductions in inventories carry with 

them reductions in cost, especially reduction in the in- 

» terest on the capital tied up in stocks, reduction in the 
storage cost through a diminution in the amount of 
space required, as well as in the amount of rehandling. 

"In some instances it appeared that dependable transport 

permitted transfer of materials direct from freight car 
to processing machines, and replaced storage with an 

» ilmost continuous flow of inbound supplies. 


| | S stated in the preceding article of this series, the 


Ne erie, eae 


ane 


‘ Reduced Transportation Cost 


> The next most important gain mentioned was the 
/ reduction in transportation cost, or in costs (other than 
inventory costs) that are directly related to the char- 
acter of the transport service. Faster freight schedules 
sometimes permit the substitution of freight for express, 
under conditions that otherwise would require the latter 
service. Reductions of claims for loss and damage ob- 
viously constituted a gain in distribution expense, and 
the cost of tracing shipments and filing claims would 
) cordingly be diminished. Where shippers provide 
their Own carrying facilities, as in the tank car transport 
of oil and its products, increased despatch enabled such 
‘oncerns to transport the same amount of product with 
) less equipment. With faster schedules, the volume and 
value of goods in transit, necessary to carry on a given 
volume of business, would tend to diminish, and interest 
on this volume of float would be less. It would also seem 
that faster freight service would tend to expedite the 


_e__— 
*“Views of Business Leaders on the Benefits of Improved Rail- 


x Wav ft ” 
of the rice, p. 38-34. Issued by the Committee on Public Relations 
e€ Eastern Railroads. 





Articles on the Relations Between Transportation, Production, and Marketing, 
by Professor L. C. Sorrell, of the University of Chicago 


collections of drafts, especially where trade custom al- 
lows receipt of goods before acceptance or payment. 

The term “hand-to-mouth” buying has been much 
used of late to indicate current buying practice, and the 
effort to keep down inventories is obviously directly 
connected with this practice. “The effort to keep down 
inventories is in the center of any picture of hand-to- 
mouth buying.”* Other expressions for the same idea 
are increasing turnover, or decreasing the stock-burden 
of business. Hand-to-mouth buying supposedly means 
that buyers do not place their orders so far in advance of 
needs as formerly, and it may also mean that the size of 
the average order and the average shipment is diminish- 
ing. Three questions logically arise—the extent to which 
the practice does prevail, the effect, if any, on the costs 
of marketing, and the policies adopted by merchandisers 
for meeting the situation. 

Though a considerable volume of business opinion 
supports the idea that hand-to-mouth buying has in- 
creased, probably the most ambitious attempt to ascer- 
tain the facts has been made by Professor L. 8. Lyon, in 
his study of the subject at the Institute of Economics, 
In this investigation the attempt was made to learn 
from manufacturers, wholesalers, and retailers, the 
actual variations in advance ordering and size of orders 
over a series of years, as well as changes in the inven- 
tories carried. A fair summary of the conclusions 
drawn from the evidence is probably as follows: 

First, since 1920 there has been a downward trend 
in advance ordering—that is, a tendency to place orders 
not so far in advance. Second, a trend exists in the 
direction of increasing the proportion of small orders 
and decreasing the average size of orders in many indus- 
tries; but this is by no means universal. Third, as re- 
gards raw materials, the stock-burden*® of manufacturers, 
has decidedly decreased, but in the case of finished goods 
conflicting tendencies are observed. In non-ferrous 
metals and meat packing, the stock-burden seems to 
have declined; iron and steel seems to warrant no posi- 
tive conclusion; in canned goods and refined sugar the 
burden seems to increase. 

This evidence is interesting in view of the theory 
often advanced, that inventories have not been reduced 
for the production and marketing system as a whole, but 
that the responsibility for maintaining stocks has been 
shifted back toward the manufacturer. Using turnover 
figures, the conclusion is drawn that, for a considerable 
number of wholesale trades, the stock-burden ratio has 
declined, but that little change has taken place in the 
case of retailers. As regards the net situation the con- 
clusion drawn is that “there is indication in these facts 
that American industry as a whole is doing its business 
with a considerable tendency towards a smaller propor- 
tionate investment in stocks of raw materials and fin- 
ished goods.” 

The effect of this tendency on production and mar- 
keting costs is important. If smaller orders are sent 
through the factory, production costs may be somewhat 





*Lyon, Hand-to-Mouth Buying, p. 224. 
8The stock-burden may be thought of as the ratio of average 
monthly sales or shipments to average monthly inventories. 
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enhanced; but, presumably, the chief effects are concentrated 
on marketing. As stated above, reduced inventories should 
mean reduced costs of financing and storing; also less risk of 
loss due to price fluctuations and style changes. On the other 
hand, to the extent that smaller orders prevail, selling and 
office costs for each order are increased, and, if smaller ship- 
ments as will prevail, increased shipping expense in the shape 
of trucking and substitution of less-carload for carload may be 
encountered. Professor Copeland‘ summarizes the cost argu- 
ment thus: 


The net effects of hand-to-mouth buying during the period from 
1922 to 1927 cannot be measured precisely. On the one hand, the 
selling, buying and handling expenses of numerous companies were 
increased thereby. On the other hand, the capital and credit require- 
ments for financing inventories were lightened in the aggregate; the 
evils of returning merchandise for credit were probably lessened in 
the wholesale trade; and the losses from depreciation of merchan- 
dise subject to rapid style changes were minimized. 


Confronted with declining size of orders and/or shipments, 
manufacturers have adopted various devices for meeting the 
situation. They may attempt to educate the buyer to purchase 
larger quantities, to shift the cost of small orders, increase the 
discount for larger orders, change methods of distribution, or 
eliminate unprofitable accounts. A study by the Department 
of Commerce in 1925 of the merchandise warehouse in distribu- 
tion calls attention to the fact that jobbers and retailers do not 
carry large stocks and that the manufacturer must carry stocks 
at convenient points to supply his trade. It seems that hand- 
to-mouth buying would call into greater requisition the services 
of such institutions. 

The relation of improved rail transport to this market 
practice of hand-to-mouth buying seems to be generally rec- 
ognized. One marketing specialist refers to it as one of the 
two indispensable conditions of the practice, the other being 
surplus factory capacity. Another regards the continuation 
of transport improvement as an indispensable condition for the 
permanence of the practice. It can hardly be said that im- 
proved rail service caused this development; rather it is likely 
that the desire to avoid losses due to falling prices or changing 
styles prompted resort to the practice. But, had not the rail- 
road service improved, it would have been difficult to carry it 
into effect. Undoubtedly, then, improved transportation has 
been a very important factor in this marketing development 
since 1920. 

Revival of Highway Transport 


Inasmuch as the automobile and the improved highway are 
essentially local transport agencies, presumably the most con- 
spicuous effect would be produced on the retail market area, 
both urban and rural. It seems probable that something of a 
contrast is encountered in these two districts. While the road 
and the vehicle have improved, it is obvious that congestion 
may reduce the efficiency of this form of transport, and traffic 
congestion is more frequently encountered in the larger cities. 
Among students of marketing there is a disposition to think that 
a certain concentration of retailing is occurring in rural dis- 
tricts and that trade is shifting from the hamlets and villages 
ef under 1,009 population to cities with populations varying 
from 5,000 to 50,000, or thereabouts. In the large cities a some- 
what opposite or decentralizing tendency exists, in the form 
of a shifting from the downtown shopping center to outlying 
sub-shopping districts. The improved highway transport not 
only enables a store to draw customers from a greater distance 
but, by means of the truck, it facilitates the delivery of goods 
to patrons. 

Though the retail market changes may be the most im- 
portant change to which the automobile has been a contributing 
factor, certain indirect consequences for wholesaler and manu- 
facturer should not be overlooked. Opinion and such statistical 
evidence as has been published may be summarized under the 
headings of rural retail markets, urban retail markets, and 
wholesale trade tendencies. 


Rural Retaii Markets 


The Commercial Survey of the Southeast, published in 1927 
by the Department of Commerce, speaks of the automobile and 
good roads as facilitating the change in retail outlets by per- 
mitting the rural population to travel a greater distance for 
amusements and for major buying: 


In consequence the crossroads and the small-town stores are losing 
their general aspect and importance and are concentrating on sup- 
plying the local demand for convenience goods such as groceries, 
patent medicines, small hardware, notions and the cheaper grades 
of staple dry goods. The shopping for men’s, women’s and children’s 
clothing, for furniture and household goods, hardware and electrical 
supplies, automobiles and equipment and general lines of novelty 
and luxury goods is tending to move toward the more important local 
and state centers. This trend is allowing specialization and concen- 
tration of merchandising at conveniently located centers where a 


‘Recent Economic Changes, Vol. 1, pp. 360-1. 
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the better shopping facilities, the amusement and recreationa] 
tractions, and the pleasure of automobile trips constitute q fa ve 
which brings the people from the rural districts and the smaller tom 
into the larger towns and cities, many such centers drawing a 
a radius of 100 miles. on 


A somewhat similar comment is found in the more recent, 
published study of the commercial structure of New Englan 

In seeking proof of the tendency of the demand to shif 
from the small towns and hamlets to the larger trading cq 
ters, investigators have adopted several methods. Some hay, 
sought the opinion of manufacturers, wholesalers, bankers, ay 
editors of trade papers concerning the observed trends. Pry 
fessor Copeland used this method to supplement published dat: 
in preparing his reort on marketing in the survey of rece, 
economic changes. Considerable opinion tending to substa, 
tiate the above statement was obtained and some of it is py 
sented in that publication. Others have solicited the opinig 
of merchants in specified rural localities concerning the rece, 
shifts in trading and the causes assigned for these changy 
An example of this is a study by the University of Illinois, 
titled “The Automobile and the Village Merchant,” published 
1928, in which opinions of the older merchants in some 45 yj, 
lages in Illinois were obtained. 

The evidence in this study is not easy to summarize. Sali 
of small village merchants appear to have been decreasix 
but this may be due to inefficiency of the merchants themselyx 
to agricultural depression, or to declining population in ty 
rural districts, as well as to the influence of hard roads api 
automobiles. Nevertheless, a considerable proportion of th 
merchants interviewed were inclined to attribute the loss ¢ 
trade to county seats and larger trading centers, in part z 
least, to improved highway communication. 

Still others have sought to obtain information concernix 
buying habits from the consumer himself. Such was the metho 
used by Professor Secrist in “The Widening Retail Market’ 
published in 1926. This last study is not historical; it is pr. 
marily concerned with the amount of non-local trading in men’ 
clothing existing at the time of the study. It shows a consii- 
erable amount of inter-city trading, and that, as the size of th 
city increases, the percentage of those who purchase outsit 
the home town declines. It is easy to infer that improve 
transport makes this possible and that the larger variety o 
goods in the larger places is the factor that attracts the trade: 
but in this line of goods the practice existed even before th 
automobile. It shows that the tendency to buy outside th 
home town is somewhat greater among automobile owners tha 
among non-automobile owners. 

In 1927 the University of Nebraska published a study of tle 
“Influence of Automobiles and Good Roads on Retail Trai 
Centers,” which combined the method of population trend anal: 
sis, the number of stocks of merchandise carried in towns 0 
different size in 1903, 1917, and 1925, and consumer buying habits 
both before and since the advent of the automobile. This it 
vestigation covered the southeastern corner of that state. 4: 
regards population, between 1900 and 1920, owns of 1,000 popul:- 
tion and under were stationary or declining in population; thos 
over that figure generally gained. Reviewing the stores in tle 
different towns in 1903, 1917 and 192, the general store decline 
in numbers everywhere; grocery stores increased; furniture 
stores decreased in towns under 1,000 and increased in tle 
larger towns, while dry goods and women’s furnishings wel 
never strong in the small towns throughout any of this perio 
It is concluded that, in lines wherein a shopping element plaji 
an important part, there has been a tendency for the small 
places to lose trade, but in the more staple lines of goods the 
smaller town still does a good volume of business. Howevél, 
the old general store is giving place to the specialty store. 


These more specific studies tend to sustain the general 
prevalent opinion that trading is shifting from small villages 
to the larger centers. As usual, the factors responsible at 
numerous. Dwellers in the rural districts probably resort 
purchase of conveniences and luxuries more than formerly, thi 
swelling the total of rural trade. Agricultural depression m4 
cause the total of such trade to diminish; or the trend of pop 
lation movement may be from the country to the town. Soll 
concentration of rural trade, doubtless, preceded the genet 
improvement of highways and was associated with electric and 
steam railway growth. Loss of trade in a particular locality 
may be due to the inefficiency of the dealers. But improv 
highways certainly permit enterprising traders in the small 
cities to reach a greater volume of patronage than was possible 
before the automobile, and there is evidence that rural pl 
chasers are frequently going considerable distances to buy gooés 
It is reasonable to conclude that the automobile and improv 
highways are important factors in facilitating this trend in trad 

The next article will discuss changes in urban retailing, ™ 
wholesaling, and the effects of changes in freight rates. 
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Ocean Shipping News 





OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


While there has been no pronounced increase in demand 
for ocean space in the last week, underlying sentiment has 
shown a stronger tone, due largely to an advance in rates in 
the West Indies trades. A moderate expansion in requirements 
of shippers in this direction has had the effect of stimulating 
quotations for available vessels. This has served to convince 
shipowners and brokers that the supply of surplus space is not 
so large as previously estimated, and that any further expan- 
sion would result in an upward revision of rates. No sustained 
increase is expected so long as the grain trade remains dor- 
mant, however. 

Reports indicate a gradually strengthening Plate-homeward 
market and trans-Atlantic rates are showing a similar tendency. 
Foreign grain cargoes are considerably more active and the 
number of fixtures tends to offset the relative dullness prevail- 
ing from American and Canadian ports. 

In the coal trade, a vessel has been fixed to Rio de Janiero 
at $3.35 a ton for the first half of May, and other inquiries are 
being circulated on the basis of $3.50 to $3.60 to the lower 
Plate for April-May loading. Quotations for West Italy range 
from $2.00 to $2.05 a ton. 

A moderate demand prevails for sugar vessels from Santa 
Domingo and Cuba to the United Kingdom and Continent. 
Rates show an increase of 6d to 9d over fixtures of the previous 
week. 

Difference over lumber rates in the intercoastal trade are 
to be discussed at a meeting to be held April 21 or 22 on the 
Pacific Coast. Robert C. Thackara, chairman of the Inter- 
coastal Conference, is to attend the meeting, which will also 
deal with minor rate problems. Several of the intercoastal 
lines have withdrawn vessels because of light offerings of lum- 
ber. Westbound business also continues light. An effort is 
being made to introduce the contract rate system for June 
lumber movement. 

Plans for a New England export conference, to be held in 
Boston on May 14, have been announced by Victor M. Cutter, 
president of the United Fruit Company and chairman of the 
external relations committee of the New England Council. The 
conference will be convened by the council in co-operation with 
a number of industrial and other business organizations in the 
New England States having an active interest in promoting 
increased sales of New England products in foreign markets. 

A campaign is about to be started by the merchant marine 








NEW LINER ARRIVES IN NEW YORK 





Thi P. & A. Photo 
os Photo shows the S. S. Santa Clara, turbo-electric liner that 
ret to be built and launched under the Jones-White merchant 
‘ rine act, shown on arrival in port of New York, April 11, when 

great reception was given at the pier, as diplomats and officers of 
the company made first trip from Camden to New York. 





committee of the Philadelphia Chamber of Commerce to bring 
about the establishment of direct transatlantic passenger and 
freight services from that port. A sub-committee composed of 
Horace B. Wilgus, C. A. Devlin and Howard E. Cornell has 
been appointed to make a study of the situation and determine 
what steps shall be taken to bring about the establishment of 
the necessary routes. 

Of the eight new combination passenger and cargo vessels 
to be built by the United Fruit Company in accordance with 
mail contracts recently awarded by the postmaster-general, three 
are to be assigned to the service of the company between San 
Francisco and the Panama Canal Zone, according to Pacific 
Coast advices. Pending the completion of the new tonnage, it 
is expected that two or three of the larger vessels of the United 
Fruit fleet will be diverted from the Atlantic to the Pacific run 
in order to qualify immediately in speed requirements under 
the mail contract covering the route between San Francisco 
and Puerto Armuellas on the West Coast of Panama. The new 
ships are to have accommodations for more than 100 first class 
passengers and will have a speed in excess of 18 knots. 

For the remainder of this shipping season and for 1931 the 
rate on cotton from Los Angeles to the United Kingdom and 
the Continent will be 60 cents a hundred pounds. Decision of 
the steamship lines to include the remainder of this season in 
the 60 cent tariff is hailed as a victory for the cotton shippers, 
who, after the conference, without previous notice, had raised 
the rate to 65 cents and 75 cents chartered bottom, and sent 
several thousand bales to Europe in independently operated 
ships. Agreement also has been made with the Pacific West- 
bound Conference for the carriage of cotton to Japan and China 
at 25 cents a hundred to Japan and 30 cents to China, with 
possible seasonal readjustments. 


OCEAN MAIL CONTRACTS 


Senator Ransdell, of Lousiana, on behalf of the Senate com- 
merce committee, favorably reported to the Senate, April 14, 
H. R. 9592, as amended by the committee, providing for pref- 
erence to purchasers of Shipping Board services in the’ award- 
ing of ocean mail contracts under the Jones-White act. 

The committee said the purpose of the bill was to assure 
the maintenance of the essential steamship lines established 
and developed by the government. 

“This is effected,” said the report, “by providing that if the 
purchaser from the government of a line which is being oper- 
ated on a mail route certified by the Postmaster-General makes 
application for the mail contract, the Postmaster-General may 
without advertisement for bids award such contract to the pur- 
chaser, with definite safeguards to protect the interests of the 
government and carry out the purposes of the merchant marine 
acts, 1920 and 1928. 

“A controversy arose in connection with the proposed award 
of a mail contract to the purchaser of a Shipping Board line— 
it being definitely understood at the time the line was sold the 
purchaser would secure the mail contract—and the Président 
of the United States in his last annual message requesteed the 
Congress to clarify the situation. The contract on the route in 
question is being held up by the Postmaster-General awaiting 
the authority conferred by this amendment, and the committee 
therefore urges upon the Senate prompt.action. In the second 
deficiency act, 1929, funds were provided for the purpose of 
granting mail contracts to the purchasers of seven Shipping 
Board lines, but the Shipping Board has been unable to effect 
the sale of these lines on account of the question as to the 
authority of the Postmaster-General to make the contemplated 
awards.” 

The controversy referred to by the committee involved the 
bids of the Munson Steamship Lines and the Mississippi Ship- 
ping Company, the latter having purchased a Shipping Board 
line and having contended it was entitled to a mail contract 
notwithstanding the bid of the Munson line. 

The text of the bill, as amended by the Senate committee, 
follows: 

Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assemble That section 407 
of the merchant marine act, 1928 (U. S. C., title 26, sec. 891; 45 Stat. 
L., pt. 1, p. 694), be amended by striking out the period at the end 
thereof, a a colon and adding the following: ‘‘Provided, how- 
ever, That should the purchaser from the United States of a steam- 


ship line or motor-ship line heretofore or hereafter established by 
the United States Shipping Board and operated on a route certified 
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by the Postmaster General under the terms of section 402, and with 
respect to which the Shipping Board shall have made a certification 
under the terms of section 403, make application and submit a pro- 
posal (conforming to the specifications) for the contract for carrying 
the mails thereon, the Postmaster General, without advertisement for 
bids, may award the contract for such route to said purchaser on 
the proposal submitted and without regard to any other proposal, 
including in its terms such requirements and conditions as provided 
for in section 404, the compensation in no event to exceed the rate 
authorized by section 409, (1) if in the opinion of the Postmaster Gen- 
eral said purchaser possesses (with the aid of the contract so awarded) 
such qualifications as to insure proper performance of the mail service 
under said contract, (2) if the compensation does not exceed the 
maximum rates authorized by section 409, and if said Se shall 
at the time such application is made be obligated by contract to 
operate such steamship or motor-ship line upon such route, and (3) 
if the Shipping Board, by the affirmative vote duly recorded of four 
members thereof, shall determine that the awarding of the contract 
to such purchaser is in the public interest and will aid in carrying 
out the purposes of the merchant marine act, 1920, and the merchant 
marine act, 1928, and shall so certify to the Postmaster General: And 
provided further, That during the life of an existing contract, no 
new contract for ocean mail service shall be let on any route where 
a steamship or motor-ship line purchased from the United States 
Shipping Board and operated under an ocean mail contract is ade- 
quately serving the route.’’ 


The Senate, April 14, passed H. R. 9553, the House Dill 
amending the ocean mail provisions of the Jones-White act so 
as to permit the making of ocean mail contracts with operators 
of American vessels to Canadian ports. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 15 
of the shipping act of 1916 were approved by the Shipping 
Board April 16: 


Conference agreement between Barber Steamship Lines, Inc., Blue 
Funnel Line, Dollar Steamship Line, Klaveness Line, Lloyd Royal 
Belge, Nippon Yusen Kaisha and Osaka Shosen Kaisha: Under the 
agreement carriers operating vessels from Straits Settlements to 
United States Pacific Coast ports and Hawaii undertake to observe 
the rates of freight set forth in joint tariffs issued from time to time 
and any line quoting lower rates is under moral obligation to notify 
the other parties of its intention to do so. All rates under the agree- 
ment are to be strictly net, payable on gross weight or measurement 
delivered, and may be made payable at point of shipment or at desti- 
nation at shipper’s option. Payment of brokerage is prohibited and 
changes in rates and other actions under the agreement are to be 
effected only by mutual consent of all parties. Any carrier operating 
vessels in the trade may become a party to the agreement upon com- 
pliance with its terms. 

Trans-Atlantic Passenger Traffic.—The agreement is between the 
following lines: Anchor Line, Anchor-Donaldson Line, Atlantic Trans- 
port Line, Baltic America Line, Canadian Pacific Steamships, Limited, 
Compagnie Generale Transatlantique, Cosulich Line, Cunard Line, 
Furness Line, Hamburg-Amerika Linie, Holland-America Line, Nord- 
deutscher Lloyd, Norwegian America Line, Red Star Line, Scandi- 
navian American Line, Swedish American Line, United States Lines, 
Inc., and White Star Line. The agreement is between the carriers 
in respect to transportation of passengers between continental Euro- 
pean ports Leningrad to Cadiz inclusive, United Kingdom, Scandi- 
navian and Finnish ports, on the one hand and all continental United 
States ports on the other. By the agreement membership in the con- 
ference is divided into three groups; namely, first-class, cabin and 
second-class, and third-class and tourist third cabin; each group to 
independently establish rates and adopt rules and regulations to meet 
the requirements of the lines classified thereunder. All conference 
action under the agreement is to be by unanimous vote of the lines, 
or of the particular group in respect to matters not of general appli- 
cation. Provision is made for admission of other lines to the confer- 
ence and any member may withdraw upon six weeks’ written notice 
to the secretary at the conference headquarters in Brussels. With- 
drawal of a member line is to operate to release the other lines from 
the agreement unless they elect to continue thereunder. Disputes, 
complaints and claims arising under the agreement are to be adjusted 
by arbitration, and each member is to deposit promissory note or bill 
of exchange in the sum of £5,000 Sterling (approximately $24,300) 
as a guarantee of faithful performance of the terms of the agreement 
and to insure compliance with any award of arbitration. Granting of 
free or reduced rate passages to press representatives, shippers, brok- 
ers or any other person for the purpose of obtaining business of any 
kind or in recognition of advertisements is prohibited. Action viola- 
tive of any of the regulatory provisions of the shipping act, as 
amended, is expressly prohibited. Forming part of the agreement are 
rules and regulations by which the lines propose to be governed in 
the granting of free or reduced fures to specified classes of persons. 
As originally filed for approval these rules and regulations contained 
two provisions which the board considered objectionable under the 
regulatory provisions of the shipping act, and on February 12, 1930, 
approval of the agreement was accordingly denied. Advice of the 
board’s action was immediately communicated to the conference and 
it has now resubmitted the agreemeni with the objectionable pro- 
visions deleted. 

Gulf Pacific Line with Aluminum Line: Through billing arrange- 
ment covering shipments of box shooks in minimum lots of not less 
than 50 weight tons from Pacific coast ports of call of Gulf Pacific 
Line to Cape Haitien, with trans-shipment at New Orleans. The 
through rate and apportionment thereof are to be as specified in the 
agreement, the Gulf Pacific Line to absorb the cost of transfer at 
New Orleans out of its proportion. Port and/or landing charges at 
Cape Haitien are to be for account of the cargo and are to be col- 
lected at point of origin on basis of $3 per 2,173 Ibs. 

Luckenbach Steamship Company, Inc., with Holland-America 
Line: Provides for through movement of shipments of canned goods 
and dried fruit from Pacific coast ports of call of Luckenbach to 
Amsterdam and Rotterdam, with transhipment at New York. Through 
rates are to be based on direct line rates of Pacific Coast European 
Conference and are to be apportioned equally between the lines, each 
of which is to assume one-half the cost of transhipment. The arrange- 
ment is subject to minimum bill of lading charge of $10. 

Luckenbach Steamship Company, Inc., with the Export Steamship 
Corporation: Arrangement for through shipments of canned fish, 
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canned goods and dried fruit from Pacific coast ports of Call of Luc, 
enbach to designated Mediterranean and Black Sea ports. Through 
rates are to be based on direct line rates and apportioned equally 
between the lines, each of which is to assume one-half the cost 4, 
transhipment at New York. or 


SCRAP IRON COMPLAINTS 


A complaint against the rate on scrap iron from New York 
to Buenos Aires, Argentine Republic, has been filed with the 
Shipping Board, No. 61, R. A. Ascher & Co. vs. Internationa) 
Freighting Corporation, alleging that it is unjustly prejudicig 
against the complainant. A freight and loading rate of $81; 
per gross ton is alleged to be maintained by the respondep; 
freighting corporation, while the rate from United Kingdon 
ports is only $6.75 per ton, thereby placing the American gy. 
porter at a disadvantage with its competitors at the British 
ports. 

It is alleged that the higher rate is maintained by the Bra. 
zilian and River Plate Conference, of which the respondent js 
said to be a member and that a majority of the members of tha 
conference have ships under the British and other foreign flags 
The complainant alleges that it has applied to the conference 
in conjunction with other exporters, for relief but that the cop. 
ference has refused to grant relief by reduction or equalization 
of the rates from New York and the United Kingdom ports. () 
account of the higher rate the complainant alleges it is not abk 
to sell its scrap iron in free competition with English exporters, 
hence its appeal to the Shipping Board for action under section 
17 of the shipping act. 

The complainant asks for a cease and desist order, the 
prescription of a new rate, and reparation at the rate of $1.35 
per gross ton. 


TRAFFIC TO AND FROM ALASKA 


Representatives of American-flag steamship lines are opposej 
to enactment of H. R. 249, the bill introduced by Delegate Suth. 
erland, of Alaska, amending section 27 of the merchant marine 
act of 1920 so as to extend the benefits of the proviso of thai 
section to Alaska, according to testimony given at a heairng 
on the measure before the House committee on merchant marine 
and fisheries. Delegate Sutherland urged the committee to act 
favorably on the bill on the ground that it would permit com. 
petitive transportation service to and from Alaska. 

Section 27 provides, in effect, that merchandise moving by 
water or by land and water between points in the United States, 
including districts, territories and possessions thereof embraced 
within the coastwise laws, either directly or via a foreign port, 
or for any part of the transportation, shall be transported in 
Auerican vessels. The proviso, however, excluding Alaska, 
exempts from the prohibition merchandise transported between 
points in the continental United States “over through routes 
heretofore or hereafter recognized by the Interstate Commerce 
Commission for which routes rate tariffs have been or shall 
hereafter be filed with said Commission when such routes are 
in part over Canadian rail lines and their own or other con 
necting water facilities.” 

The Sutherland bill would simply include Alaska in the 
proviso instead of excluding it. The law now prohibits a move 
ment of goods from a point in the United States via Canadian 
steamship lines to Alaska. E. H. Duff, J. H. MacLafferty and 
J. H. Covington appeared for the American lines. 





INCREASED PACIFIC SERVICE 


A new express service from the Pacific coast to the Philip 
pines, Straits Settlements, and India is announced by the Ker 
Steamship Company, Inc., through its Pacific coast agents, the 
General Steamship Corporation. The running time to Manila 
will be 20 days; to Singapore, 26 days; to Colombo, 32 days; 
to Rangoon, 37 days, and to Calcutta, 41 days. Honolulu will 
be included as a port of call on the return voyage. 

Vessels will sail on a monthly schedule from Los Angeles 
and San Francisco beginning the latter part of May. The fast 
motor vesséls, Silverhazel, Silverguava, Silvermaple and Silver 
belle, all equipped to carry refrigerator as well as general cal 
goes, will be engaged in the trade. 

This is in addition to the round-the-world and the Pacific 
Java Calcutta services now being operated by the Kerr Lines. 

The new buildings that are being entered into the service 
will increase the Silver Fleet to 21 ships, making it, it is stated, 
the largest fleet operating across the Pacific. 





LAKE INTERESTS OBJECT 
Great lakes shipping interests represented by Newton DP. 
Baker, former secretary of war, general counsel of the Lake 
Carriers’ Association and representative vessel masters fro 
various lake ports, at a hearing held by a subcommittee of thé 
Senate committee on commerce on S. 306 to amend the law I 
lating to seamen, objected to the extension of various provisions 
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e law to the great lakes. Admitting that perhaps the laws 
t be of benefit on the oceans, the lake men contended that 
extension to lake shipping would tend to slow up transportation 

those waters. To show the density of the traffic on the lakes 
Mr Baker told the committee that the tonnage handled through 
Detroit, for instance, was greater than the tonnage handled 
through the entire Atlantic seaboard. Any slowing up, he said, 
would be exceedingly injurious. ' 

Andrew Furuseth, president of the International Seamen’s 
Union, explained provisions of the bill intended to prevent the 
master of a ship indicating on the papers of seamen what he 
thought of the Man as a seaman. 





of th 
migh 


PROTESTS ALASKA MAIL PAYMENTS. 


Dan A. Sutherland, delegate from Alaska in the House of 
Representatives, has protested to Postmaster General Brown 
against the payments being made by the Post Office Department 
to the Alaska Steamship Company and the Admiral Line Steam- 
ship Company for carrying mail from Puget Sound to points 
along the coast of Alaska. The delegate alleges that the pay- 
ments are excessive. 


HARBOR DEPTHS AND DRAFT OF SHIPS 


Representative Edwards, of Georgia, has introduced H. R. 
11633, a bill to provide for a conference looking to the stand- 


" ardizing of harbor depths and draft of ships in world trade. 


NEW MEDITERRANEAN TARIFF 
A new tariff, comprising commodities moving on the Libera 


- Line from the Pacific coast to the Mediterranean, and with 
' transshipment to over one hundred additional ports in the 
' Levant, Black Sea, north, east, west and south Africa, has been 
@ published by the General Steamship Corporation, general agents 


» on the west coast. 


The tariff becomes effective June 1. 


NEW LIGHT SHIP 
The lighthouse tender Violet, launched April 12 at the yards 


of the Manitowoc Shipbuilding Company, Manitowoc, Wisconsin, 


will soon begin her three-thousand mile voyage to Chesapeake 


g Bay where she will be stationed, according to the lighthouse 


— 
naka Geen NI 


service, Department of Commerce. This new tender, a vessel 
170 feet in length, cost the government about $368,000 and when 
she goes into commission, the upper waters of Chesapeake Bay 
will have one of the most up-to-date buoy tenders and supply 


, ships in the lighthouse service. 


' Manufacturers vs. 


SPLIT DELIVERY CASE 


Further hearing in Docket No. 45, Associated Jobbers and 
American-Hawaiian Steamship Company et 


% al, pursuant to the Shipping Board’s order of January 23, will 
_ be held in Room 237, Merchants Exchange Building, San Fran- 


aoa5 


x 


Biases pas 


' cisco, Calif., beginning at 10 o’clock a. m., city time, Monday, 
' May 26, 1930. 


SHIPBUILDING SHOWS GAIN 
Total tonnage of merchant vessels under construction in 


_ the various maritime nations is now in excess of the prewar 
' total for the first time since the termination of the postwar 
» boom in 1923, according to a statement issued by Lloyd’s 
» Register of Shipping, covering shipbuilding returns for the three 
» months ended March 31. 
| out, there was under construction throughout the world a total 
/ of 3,162,000 gross tons of merchant ships, while on March 31 


At the end of June, 1914, it is pointed 


the total was 3,265,929 gross tons. 

For the United States an increase of about 75,000 tons is 
shown. Great Britain and Ireland, however, are over 100,000 
tons below the 1914 figure; but the other maritime nations, 


» taken together, have made a gain of 136,000 tons. 


An increase of 155,000 gross tons is shown for the quarter 


® ended December 31. 


NEW YORK CANALS TO U. S.? 
Approval of the report of the Board of Engineers for Rivers 





2 and Harbors recommending that the federal government take 
» over from the state of New York the Erie Canal and the Oswego 


Canal has been voted by the House committee on rivers and 
harbors. The committee will include proposed legislation on the 


) Subject in the river and harbor authorization bill 


Senator Vandenburg, of Michigan, has protested to President 
Hoover against the report of the Board of Engineers for Rivers 
aud Harbors and the chief of engineers, Major General Brown, 
ecommending that the federal government take over the Erie 
“e Oswego canals. The senator said a fight against proposed 
nameton authorizing the government to take steps looking 
rs the acquisition of the canals would be made. Members of 
~ongress in favor of the St. Lawrence waterway project are 
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expected to oppose the acquisition of the New York canals be- 
cause of the effect that such acquisition might have on the 
St. Lawrence project. 

Senator Allen, of Kansas, has expressed opposition to Pres- 
ident Hoover to the recommendation that the New York canals 
be taken over by the federal government. 

Willis. H. Booth, president of the Merchants’ Association of 
New York, anounces that, by action of its board of directors, 
taken on recommendation of its committee on inland waterways 
and water power, the association has joined in the movement to 
bring about the transfer of the New York State Barge Canal 
to the federal government and that the association will do all 
in its power to bring about the early consummation of the deal. 





RIVER AND HARBOR ALLOTMENTS 


Acting Secretary of War F. Trubee Davison has approved 
allotments of $100,000 for the Missouri River, Kansas City to 
Sioux City; and of $165,877.12 for the Mississippi River between 
the Wisconsin and Illinois Rivers. 








HOBOKEN PIER BILL 


The Senate has passed §S. 2757, a bill authorizing the Ship- 
ping Board to sell property in the city of Hoboken belonging 
to the government consisting of a tract of land and buildings 
thereon and five piers extending into the Hudson River. The 
property was taken over from German owners in the world war 
period. The owners eventually were compensated in the sum 
of $7,146,583. Hoboken has urged that the property be returned 
to private ownership so that it may be put to its full use and 
be subject to taxation. A similar bill (H. R. 11509) has been 
favorably reported by the House merchant marine committee. 

The House substituted the Senate bill for the House bill 
and passed it, with amendments, April 16. One amendment 
provides that the property shall be sold only to a citizen of the 
United States as defined in section 2, shipping act, 1916, as 
amended by section 38, merchant marine act, 1920. 





ST. LAWRENCE WATERWAY BILL 


Representative Chalmers, of Ohio, has introduced H. R. 
11575, a bill for the improvement of that section of the St. 
Lawrence River extending from Lake Ontario to Ogdensburg, 
N. Y., and Prescott, Ont., for navigation and power. 


IMPROVEMENT OF WATERWAYS 


Major General Brown, chief of engineers, has transmitted to 
Congress a number of reports recommending waterway improve- 
ments. 

Further improvement of Brunswick Harbor, Georgia, at a 
total estimated cost of 1,210,000, with $150,000 annually for 
maintenance, has been recommended. Other improvements 
recommended follow: Ashland Harbor, Wisconsin, estimated 
cost, $230.000, and $12,000 annually for maintenance; Manistee 
Harbor, Michigan, estimated cost, $45,000, and $2,000 annually 
for maintenance; Duluth-Superior Harbor, estimated cost, $36,000, 
and $500 annually for maintenance in addition to that now re- 
quired for Howard’s Bay; Raritan River, New Jersey, estimated 
cost of $21,000; New Bedford Harbor, Massachusetts, estimated 
cost of $718,000, with $21,000 annually for maintenance; Los 
Angeles and Long Beach harbors, estimated cost, $1,346,000, 
with $125,000 annually for maintenance; Los Angeles-Long Beach 
breakwater, estimated cost, $7,000,000, with $50,000 annually 
for maintenance. 


FINES FOR MAIL DELAY 


The House committee on post office and post roads has 
favorably reported H. R. 8806, with an amendment providing 
that the Postmaster-General may impose or remit fines on con- 
tractors or carriers transporting the mails by air or water on 
routes extending beyond the borders of the United States for 
any unreasonable or unnecessary delay to such mails and for 
other delinquencies in the transportation of the mails. The 
amendment consisted of the addition of the words, “in the 
fransortation of the mails.” 


NEW ORLEANS TO FLORIDA WATERWAY 


Major General Brown, chief of engineers, has submitted 
to the Secretary of War for transmission to Congress the report 
on the preliminary examination and survey, authorized by the 
river and harbor act of March 3, 1925, of the Mobile Bay-New 
Orleans section of the inland waterway from New Orleans to 
Apalachicola River, Florida. The summary of the report fol- 
lows: 


The chief of engineers states that the natural waterways along 
this section of the Gulf coast carry an important commerce. In gen- 
eral, the depth is sufficient for the type of craft used, but navigation 
is subjected to handicaps and dangers by inadequate depth at the 
entrance to the Rigolets. Relief can be proved at comparatively small 
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expense, as a 9-foot channel, which is already generally available, is 
considered adequate. He, therefore, reports that the adoption of a 
project for an intracoastal waterway from Lake Pontchartrain to 
Mississippi Sound is deemed advisable to provide for a depth of 9 
feet and a width of 100 feet from the 9-foot contour in Lake Pont- 
chartrain, near the end of the Inner Harbor Navigation Canal, through 
the Rigolets to the 9-foot contour in Grand Island Pass connectiog 
Lake Borgne with Mississippi Sound, in lieu of the existing project 
for Lake Pontchartrain, at an estimated cost of $20,000, with $14,000 
annually for maintenance. 


FREIGHT BY AIR 


More than 50,000 pounds of freight in addition to pilots, 
mechanics and passengers have been transported by airplane 
from San Diego to Sacramento, Calif., in connection with the air 
maneuvers of the army air service, according to the War De- 
partment. The planes flew through rain, storms and generally 
bad weather. 

“Approximately 2,500 items of equipment have been moved,” 
said the department, “ranging all the way from heavy airplane 
engines to typewriters, instruments, ladders and paints. 

“The entire movement was accomplished so easily and 
smoothly as to attract the attention of executives of large com- 
mercial airplane concerns. In a year already marked by out- 
standing aerial advances, the undertaking has been pronounced 
to be of unusual importance and has demonstrated, in a prac- 
tical manner, the possibilities of this form of transportation. 
From a military standpoint the project has proven the feasi- 
bility of a mobile air force. 

“The project is probably the first of its kind in this country, 
where shipments so diversified and so large have been made 
entirely by air and within such a short period. Four cargo 
transports and a bombardment plane were used.” 

“The future air forces of the nation will, of necessity, be 
self-sustained units,’ said General Gillmore, in commenting on 
the cargo operations. “With this view in mind, army air corps 
engineers have studied this-latest development and use of air- 
craft. If, for example, a large air force is suddenly ordered to 
travel a considerable distance, it must carry with it supplies and 
equipment peculiar to the upkeep of aircraft and immediately 
available when required. The air transport of the future will 
be able to do this, and in addition will move all other equipment, 
including bedding, blankets and mess equipment for the men. 

“Discussion has also been given to the installation of a 
compact machine shop aboard such aircraft. It is not incon- 
ceivable that actual work in the operation of lathes and such 
machinery could be accomplished while planes are in flight. 

“The present activity has disclosed several handicaps in 
the construction of cargo planes now in use. Latter designs will 
correct these and may provide for collapsible sides, bottoms and 
tops on the main fuselage in order to expediate the handling of 
the cargo. Interior construction of special arrangement should 
permit the maximum load to be carried and eliminate the pos- 
sibility of the load shifting during flight. 

“From the standpoint of commercial aviation wide possi- 
bilities present themselves. The mail planes of today are carry- 
ing freight, but the specially-constructed cargo planes of the 
future will greatly expand and develop this business.” 


ViOLATIONS OF AIR REGULATIONS 


The aeronautics branch of the Department of Commerce 
dealt with 122 violations of the air commerce regulations in the 
first three months of 1930, according to Clarence M. Young, 
Assistant Secretary of Commerce for Aeronautics. Of this num- 
ber, 22 cases are still pending. 

“Fines in the amount of $550 were assessed and collected 
for this three-month period,” Mr. Young said, “and penalties in 
the form of 31 reprimands, 30 suspensions, 2 revocations, and 2 
denials of licenses, were meted out for the violations. In 20 
cases, evidence was produced which justified dismissal. 

“Violations of the air commerce regulations dealing with 
acrobatics were greater than any other specific offense, the 
number being 28. Violations of the low fiying prohibitions 
ranked second, with 20; unlicensed pilots flying licensed planes, 
14; flying without navigation lights, 5; and flying without iden- 
tification numbers, 3. The miscellaneous offenses numbered 52.” 


AIR MAIL BIDS 


Postmaster-General Brown has announced that advertise- 
ments have been sent out calling for bids on five air mail routes 
throughout the country which will be opened in the office of 
Assistant Postmaster-General W. Irving Glover, at noon, April 
28. On each of these routes the contract with the Postoffice 
Department expires May 5, next. The five routes on which 
bids have been asked, together with the present contractor, 
follow: 

No. 1, New York to Boston, Colonial Air Transport; No. 2, St. 
Louis to Chicago, Robertson Aircraft Corporation; No. 3, Chicago, 
Fort Worth and Dallas, Texas, National Air Transport; No. 4, Salt 


Lake City, Utah, to Los Angeles, Calif., Western Air Express; No. 
5, Salt Lake City to Pasco, Wash., Walter T. Varney. 
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These contracts will run for two months and service my 
begin on all five routes May 6. The Postmaster-Generg] fe 
serves the right to withdraw the advertisement or reject a, 
and all bids in the event that pending legislation in Congres, 
affecting the readjustment in air mail pay is passed by tha 
body prior to May 5. 


ST. LOUIS-NEW YORK AIRWAY 


Pursuant to the recommendation of the inter-departmenty 
committee on airways of December 10, 1929, that a civil airy, 
be established between New York and St. Louis, the aeronautig 
branch of the Department of Commerce has completed a surye 
of the route and approved the installation of 5 radio Tange 
beacons, 12 intermediate landing fields and 50 beacon lights » 
various points along the airway. Construction work will beg) 
in the immediate future. 

There are two sections of the St. Louis-New York airy, 
involving new construction work, in the way of providing inte. 
mediate fields and beacon light sites—one starting at St. Lou; 
and extending to Indianapolis via Terre Haute and the othe 
starting at Columbus and extending to Philadelphia via Pit 
burgh and Harrisburg. The length of the former section ; 
233 miles, while the latter is 412 miles long. 

There are two other portions of this airway already & 
veloped—from New York to Philadelphia, and from Indianapok 
to Columbus. When the construction work of beacon light: 
intermediate fields and radio range beacons is completed 
tween St. Louis and Indianapolis, and Columbus and Philade. 
phia, there will be a through trunk line from St. Louis to Ney 
York, serving major intermediate points and enabling conne. 
tions to be made for the west and southwest. 


LATIN AMERICA AHEAD IN AIR 


Latin America has more miles of air lines, regularly oper. 
ated, than either the United States or Europe, said Dr. Julix 
Klein, Assistant Secretary of Commerce, in an address April 1} 
at Houston, Tex., on “Our Commerce with the Caribbean.” 

“There are 38,000 miles of air lines in and between th 
countries and colonies south of the United States,” said he 
“Taking that figure on a per capita basis, our southern friends 
certainly are demonstrating their ‘air-minded’ leadership ove 
the rest of the wolrd.” 

Dr. Klein said the new air services that were being estab 
lished through the region under discussion were going to meu 
much in stimulating modern progress. 

“They will immediately facilitate the transaction of busi 
ness, and they are certain eventually to augment its amount,’ 
continued he. “Exceedingly large amounts in interest will k 
saved through the swifter transportation of trade documents 
Isolation will be broken down. Salesmen will find costly ani 
troublesome delays eliminated.” 





AIR MAIL IN MARCH 


For March, 1930, the total number of pounds of mail carried 
in the air increased 70,152 over the month of February, accor: 
ing to figures made public by Postmaster General Brown. The 
daily average for March was 24,051 pounds, while for Februaty 
it was but 19,827 pounds, an increase for March over Februaty 
of 4,224 pounds. 

The total air-mail poundage for March last amounted ti 
625,328, while for the previous month it was but 555,176 pounds 


INCREASE IN AIR TRAVEL 


Reports compiled by T. A. T..Maddux Air Lines for the firs 
quarter of 1930 show that the number of air passengers usil: 
the system in March increased 50 per cent, as compared wit 
February. The latter month, which offered the first comparis 
of travel under the new low rates, showed an increase of 4% 
per cent. The total number of passengers carried in Mart 
was 4,082, in comparison with 2,736 in February. 

The traffic increase in March was accomplished, accordilt 
to the report, with only a 25 per cent increase in miles flow 
and resulted in an increase in net revenue of $28,878 over Feb 
ruary. Miles flown over the entire system in March totale 
213,202, while in February the mileage was 171,268. Almost hal! 
the mileage, or 96,429 miles, was reported on thé eastern divisia 
between Columbus, O., and Waynoka, Okla., where second sé 
tions planes are now flown daily over the entire division. TH 
balance of the mileage was reported on the western transcot 
tinental division and on the coastal divisions between San Frat 
cisco and Agua Caliente. Traffic was about equally divided 
tween eastbound and westbound movements, but an increasilé 
number was reported as coast to coast passengers. ‘ 

A new record for the number of air passengers carried ” 
a single month was made in March by the lines of Americ! 
Airways, Inc. operating company of the Aviation Corporatio 
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month, 6,192 passengers were carried—19.5 per cent more 
than in February—which reflected increase in travel due to 
coming of more favorable spring weather and growing interest 
of the public in the faster means of transportation at low rates, 
ording to the announcement. Passenger planes flew 312,439 
er the air passenger routes of the company in March, 


touis and Kansas City, operated by the Universal and Southern 
Air Transport divisions, and the Dallas-El Paso route operated 
by the southern division. 

" The passenger lists of the company’s lines show a rapidly 
increasing number of persons who are traveling regularly by 
air to save hours of their business day which would be lost in 


‘traveling by slower means of transportation, it is stated. The 


increase in the number of those who ride the air lines again 
and again is attributed largely to the low passenger rates which 
have been in effect since shortly after the first of the year. 


AIR TRAVEL BY U. S. EMPLOYES 


The recent ruling of the Comptroller General of the United 
States, permitting the use of transportation requests for air 
transportation by employes of the federal government when 
traveling on official business, provided the fare does not exceed 
the established rail and Pullman fare between the points of 
travel, has been transmitted to all air transport operators in the 
United States by Clarence M. Young, Assistant Secretary of 
Commerce for Aeronautics. In this letter of transmittal, Mr. 
Young said: 

Prior to the Comptroller General’s ruling, there was some unos. 
uncertainty has now been removed and such travel authorized. ” 


The ruling of the Comptroller General follows: 


If the cost of transportation by airplane will not exceed the cost 
to the government of railroad transportation between the same points, 


- including Pullman fare when the length of the journey by rail author- 


izes the use of Pullman accommodations (see paragraph 13 of the 
standardized government travel regulations) and it is in the interest 
of the government to make use of this mode of travel, no objection 
would be made to the reimbursement to the travel for airplane fares 
which may be required to be paid in cash or to the use of transpor- 
tation requests for such transportation. See A-30018, January 15, 1930. 
In determining what would have been the cost to the government of 
transportation by rail, land-grant deductions wherever applicable must 


me be deducted from the commercial fare. 
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WOMEN TAKE TO FLYING 


Amelia Earhart, assistant to the general traffic manager 
of the TAT-Maddux Air Lines, says: “The increase of general 
interest in aviation is reflected in the greater number of air 
transportation tickets being sold to women. The percentage 
of women traveling on our lines is now one-fifth of the total 
passenger traffic and indications are that the steady rise so 
far maintained will continue. When the service was started last 
summer the number of women traveling by air was less than 
ten per cent. Information obtained from a recent investigation 
indicates that 83 per cent of college women want to fly. On 
January 1, last year, there were only 18 licensed women pilots 
in the country. Today there are nearly 200, including the pri- 
vate, limited commercial, and transport classifications. Girls, as 
Well as boys, are entering the model contests, so that the interest 
which comes from knowledge is growing among girls.” 


LEGISLATION TO AID AIRCRAFT 


Identical bills have been introduced in the Senate by Sen- 


) ator McNary, of Oregon, (S. 4188), and in the House by Rep- 
' 'esentative Parker, chairman of the House committee on inter- 


> establishment 


> trod 


state and foreign commerce, (H. R. 11702) “to provide for the 
: and development of American air-transport 
services overseas, to encourage construction in the United 
States by American capital of American airships and other air- 
craft for use in foreign commerce, and for other purposes.” 
The legislation has been proposed by aviation interests. 
, Senator McNary said that. aviation had reached a point 
where commercial enterprise, with reasonable encouragement 
and assistance from the government, was prepared to apply 
this new vehicle of transportation to foreign commerce.” 
This legislation,” said he, “is the first that has been in- 
=e for the express purpose of encouraging the construc- 
rt the United States by American capital of American 
airshinn for regular operation on our foreign trade routes. These 
= a to be eligible for mail contracts, must be capable of 
= ng not less than 10,000 pounds of mail, and a suitable 
ee load, over great distances. 
lished. Principle, it does not represent a departure from estab- 
simil government policies; the provisions are in all respects 
ar to those laws we have previously enacted for the pur- 
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pose of encouraging and protecting the American merchant 
marine.” 

Senator McNary said three projects had been announced 
that, he was informed, were dependent on the enactment of the 
proposed legislation in order that their plans might be brought 
to fruition. He said they were the projects of the Pacific 
Zeppelin Transport Company, the International Zeppelin Trans- 
port Corporation and the Aircraft Development Corporation. 

The bill provides for a declaration of policy in favor of 
development of air commerce. It provides for a mail subvention 
along the lines of the subvention granted to ships under the 
Jones-White merchant marine act. It defines the liability of 
air carriers, placing them, generally speaking, in the same posi- 
tion of carriers by water in that respect. An airship con- 
struction loan fund would be provided also as an aid. 


AIR SAFETY CONGRESS 


The aeronautics branch of the Department of Commerce 
has accepted an invitation to serve as correspondent in the 
United States for the organization committee of the First Inter- 
national Aerial Safety Congress to be held in Paris from De- 
cember 10 to 23, under the patronage of the French ministry 
for air and the auspices of the French committee on aeronau- 
tical propaganda, according to Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. 

The Congress, declared to be the first step along the line 
of an internationalization of researches dealing with aerial 
safety,” Mr. Young said, “has for its object the study, in com- 
mon, of (1) all scientific and technical investigations dealing 
with aerial safety; (2) all questions pertaining to the application 
of safety to all branches of aerial activity; (3) all questions 
of documentation and statistics, for the purpose of making 
known through the daily press the increased safety in flying; 
(4) in a general way, all questions dealing with aerial safety 
and the means by which to hasten its progress.” 


AIR MAIL COMPENSATION 

An increase in the domestic air mail rates is favored by 
the administration, according to testimony given by Postmaster 
General Brown this week before the House committee on rules 
on the Watres bill (H. R. 9500) providing for encouragement of 
commercial aviation by changing the basis for computing com- 
pensation for the transportation of air mail from poundage to 
mileage-space. Mr. Watres has introduced a revised bill, H. R. 
11704, along the lines of H. R. 9500. 


ILLINOIS TRAFFIC LEAGUE 


At the annual and reorganization meeting of the Illinois 
District Traffic League, held at the Palmer House, Chicago, April 
16, O. B. Eddy, traffic manager of the Peoria Association of 
Commerce, was elected president. R. J. Dellinger, traffic man- 
ager of the Western Stoneware Company, Monmouth, IIl., and 
George M. Cummins, traffic director of the Chamber of Com- 
merce, Davenport, Ia., were elected vice-presidents. A. J. Chris- 
tiansen, traffic manager of the Association of Commerce, Moline, 
Ill., was elected secretary-treasurer. Twenty directors, repre- 
senting associations, traffic organizations, and individual ship- 
pers throughout the state, were elected. 

The Illinois District Traffic League was organized shortly 
after the World War for the handling of traffic problems affect- 
irig the Illinois district, which includes the state of Illinois 
and border cities in Indiana, Wisconsin, Iowa and Missouri. It 
was active for several years after its organization, but has been 
dormant for the last two or three years. Its reorganization was 
precipitated by the action of Illinois carriers in filing a petition 
before the Commission under the third and thirteenth sections 
of the interstate commerce law, bringing into issue practically 
all rates on bituminous coal moving between origins and des- 
tinations in Illinois. The carriers are asking that a scale of 
rates be established that will result in substantial increases, 
it is stated, especially on short-haul traffic. 

It is the intention of the league to participate in this case 
and to prevent, if possible, any increase in rates on bituminous 
coal established as the result of orders issued by the Illinois 
commission. 





CONDITION OF EQUIPMENT 


Class I railroads on March 15 had 123,878 freight cars in 
need of repair, or 5.6 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 1,551 cars over the number in need 
of repair on March 1, at which time there were 122,327, or 5.5 
per cent. Freight cars in need of heavy repair on March 15 
totaled 87,999, or 4 per cent, an increase of 1,688 cars, compared 
with the number on March 1, while freight cars in need of 
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light repair totaled 35,879, or 1.6 per cent, a decrease of 137 
compared with March 1. 

Class I railroads of this country on March 15 had 8,657 loco- 
motives in need of repair, or 15.4 per cent of the number on 
line. This was an increase of 315 compared with the number 
in need of repair on March 1, at which time there were 8,342, or 
14.8 per cent. Locomotives in need of classified repairs on 
March 15 totaled 4,838, or 8.6 per cent, an increase of 329 com- 
pared with March 1, while 3,819, or 6.8 per cent, were in need 
of running repairs, a décrease of fourteen under the number in 
need of such repair on March 1. Class 1 railroads on March 
15 had 6,910 serviceable locomotives in storage compared with 
6,525 en March 1. 


LOSS AND DAMAGE CLAIMS 


Freight claims paid in 1929 by the railroads of the United 
States and Canada for loss and damage to freight shipments 
totaled $37,432,966, according to complete reports for the year 
received from the carriers by the freight claim division of the 
American Railway Association. This was an increase of 
$875,723, or 2.4 per cent, above the amount paid in 1928, but 
a reduction of $1,280,093, or 3.3 per cent, under 1927. 

The claim bill of the railroads in 1929 was a reduction of 
$59,297,410, or 61.3 per cent, under that for 1921, when it totaled 
$96,730,376. 

On the basis of the total number of cars loaded with revenue 
freight, claims paid by the railroads in 1929 averaged 68 cents 
per car, compared with 68 cents in 1928 and $2.35 in 1921. 

Twelve of the sixteen causes for freight claims reflected 
reductions in 1929 compared with the preceding year, while only 
four showed increases. 

The railroads in 1929 investigated and paid 74.7 per cent 
of all claims within thirty days after such claims were filed, 
compared with 74.1 per cent in 1928. Within the first ninety 
days after such claims were filed the railroads in 1929 had paid 
91.3 per cent of all claims, compared with 91.5 per cent in 1928. 
The number of claims handled in 1929 totaled 2,514,578, com- 
pared with 2,371,991 in 1928. 


a 


SOURCES OF RAILROAD COAL 


A study of sources of bituminous coal used for railroad fuel 
in 1928 has been completed by the Bureau of Mines of the De- 
partment of Commerce in cooperation with the Institute of 
Sconomics of the Brookings Institution. 

The study revealed that the total quantity of bituminous 
coal delivered to Class I railroads in 1928, including shop and 
station as well as locomotive fuel, was 118,070,039 net tons. 
Of the total, 80,303,518 tons originated on the lines of the con- 
suming railroad and therefore paid no freight, and 37,766,521 
tons originated on other lines. Of the total, 94.8 per cent moved 
all-rail, 1.4 per cent by tidewater, and 3.8 per cent by way of the 
lakes. 

In 1917 the same roads purchased 150,083,527 tons. The 
1928 purchases weve thus only 78.7 per cent of those in 1917, 
the decline being due partly to the increasing use of fuel oil, 
but principally to higher thermal efficiency. 

“The progress in efficiency,” says the report, “is shown by 
the fact that the average consumption of freight locomotives per 
one thousand gross-ton miles, including locomotive and tender, 
has declined from 176 pounds in 1917 to 127 pounds in 1928. 

“The decrease in comparison with 1917, however, was not 
uniformly distributed among the mining districts. In general 
the high-volatile fields of West Virginia and Kentucky show 
a large increase in sales to the railroads, while the low-volatile 
fields and many of the northern and western high-volatile fields 
show a very sharp decline. The shifts due to market conditions 
were accentuated by labor disturbances in the summer of 1928 
which curtailed production in a number of the organized mining 
districts. 

Among the districts in which the decline from 1917 to 1928 
was especially marked were Pocahontas-New River, Somerset- 
Meyersdale, Central Pennsylvania, Southern Ohio, Illinois, Iowa, 
Missouri, Kansas, Texas, and Washington. Partly because of 
the losses in other Pennsylvania and Ohio districts, western 
Pennsylvania (including Pittsburgh, Connellsville, Westmore- 
land, Freeport, and northwestern Pennsylvania) and Ohio No. 
8 (including the West Virginia Panhandle), show a very slight 
increase. On the other hand, in northern West Virginia there 
was an increase of 82.9 per cent; in Kanawha-Kenova Thacker, 
of 83.2 per cent; in southeastern Kentucky, of 94.6 per cent; 
in western Kentucky of 50 per cent; while in the Hazard-Mc- 
Roberts field, the increase was three-fold. Other southern dis- 
tricts, such as Virginia, Tennessee and Alabama, also stand 
higher in comparison with 1917 than most fields in other parts 
of the nation.” 
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BILL OF LADING AMENDMENT 


The Trafic World Washington Bure, 


The Senate April 17 passed H. R. 3141, the bill amendin: 
paragraph 11, section 20, of the interstate commerce act ywit, 
respect to filing of claims by shippers against carriers. |), 
changes made by the bill in the law were summarized as folloy;. 

The existing law provides that no carrier may insist on a shorts 
period than 90 days for the filing of claims. : yi 

The bill strikes out this provision relative to the filing of claip; 

The existing law provides that no shorter period than four month; 
for the filing of claims may be insisted on by the carriers. ; 

The bill extends this period to nine months. 

The existing law provides that suit must be instituted by t, 
shipper in order to recover on a claim within two years from th 
date on which the carrier notified the shipper of the rejection of )j 
claim. 

The bill retains that provision. 

However, the existing law provides that, where a loss or damay 
was suffered through carelessness or negligence on the part of th 
carrier, a period of three years might be had for the filing of suit: 

This provision relative to three years, is stricken from the |ay 
by this bill. 

The measure now goes to the President for signature, 


PENNSYLVANIA TIME CHANGES 


Faster service from Philadelphia to Chicago, Cincinnati 
Indianapolis and Columbus will be provided in the new schedules 
to go into effect with the Pennsylvania Railroad’s spring chang: 
of time-table April 27. These improvements will be in additin 
to the schedules of twenty-three hours between New York ani 
St. Louis for “The American” and the “Spirit of St. Louis,” nr 
cently announced. These trains will provide service of 21 how 
and 15 minutes between Philadelphia and St. Louis. One hoy 
will be cut from the running time of “The Metropolitan,” arrj. 
ing in Chicago at 7 a. m. central time, an hour earlier than z 
present. It will leave North Philadelphia at 10:53 a. m. “Th 
Airway Limited” will continue to leave North Philadelphia x 
7:50 p. m., but it will reach Port Columbus and Columbus fiftex 
minutes ahead of its present schedule. This train ends its rm 
at Indianapolis at 11 a. m., thirty-two minutes earlier than a 
present. “The Cincinnati Limited” will be advanced a half how, 
leaving North Philadelphia at 5:24 p. m., eastern time, ani 
arriving at Cincinnati at 8:45 a. m. Cincinnati does not hav 
daylight saving. The eastbound “Manhattan Limited” will 
speeded up one hour and made a twenty-hour train from (hi 
cago to New York. It will leave Chicago at 11 a. m., centr 
time, and reach North Philadelphia at 5:56 a. m., eastern time 

The schedules of several through trains will be advancei 
one hour to correspond with local daylight saving time, without 
any change in the elapsed time between trains. Included amon: 
these will be “The Pennsylvania Limited,’ westbound to (hi 
cago; “The Broadway Limited,’ westbound to Chicago; “Th 
Duquesne,” in both directions between Philadelphia and Pitt: 
burgh; the “Philadelphia Night Express,” from Pittsburgh 1 
Philadelphia; the “Pittsburgh Night Express,” and the “Da 
Express,’ from Philadelphia to Pittsburgh. 


P. R. R. DIVISION CONSOLIDATION 
The Pennsylvania Railroad directors have authorized tl 
abolition of three divisions through consolidation, thus reducil: 
the number of divisions in the regional system to thirty-fow 
The changes are effective April 16. The divisions affected a 
the Trenton Division, the Norfolk Division, the Delaware Dit 


sion, of the Eastern Region, and the Cresson Division, of the & 


Central Region. 

The Trenton Division will be divided between the Came 
Terminal Division and the New York Division. The lines fro 
Camden to South Amboy, from Bordentown to Manunka Chul 
and from Monmouth Junction to Sea Girt will be assigned to tlt 
New York Division. The line from Camden to Bay Head 
be merged with the Camden Terminal Division. - 

A. B. Clark, now superintendent of the Trenton Divisi0l 
will become assistant to the chief engineer, Philadelphia. 

The Delaware and Norfolk divisions will be combined " 
form the new Delmarva Division, embracing all the compall: 
lines on the peninsula south of Porter, Del., as well as the fem 
operations between Cape Charles and Norfolk. That part 0 
the present Delaware Division between Porter and Wilming\ 
will be merged with the Maryland Division. 

The headquarters of the Delmarva Division will be at Capt 
Charles. W. R. Davis, now superintendent of the Delawar 
Division, will become superintendent of the Delmarva Divisio! 
G. W. Curtiss, now superintendent of the Norfolk Division, ¥ 
become general agent at Trenton. i 

The Cresson Division, lying north of the main line at “i 
son, Pa., will be merged with the Pittsburgh Division. 4 
Cuthbert, now superintendent of the Cresson Division, will bt 
come assistant to the general superintendent of the West? 
Pennsylvania Division. Mr. Cuthbert’s headquarters will cob 
tinue to be at Cresson. 
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Air as a Conveyor of Materials 


| Pneumatic Conveying of Bulk Materials Such as Coal, Grain, Soda Ash, and Ground Clay, 
Promises to Be Standard Practice of Future—Variety of lnetellasions for Unloading Freight 
Cars—Widespread Use of System for Discharge of Grain Boats at Western European 
Ports—Progress Held Back in This Country by Lack of Engineering Data 


HE magic of this age is largely found in the ever 
increasing variety and effectiveness of the uses to 
What lies at the end of the 
» voad of this augmenting development in man’s mastery 
© of material 


which power is put. 


and mechanical forces, 
need not concern us here. The job 
of maintaining one’s place in the im- 
mediate competitive struggle requires 
about all the nervous and mental 
energy that is available, and, in in- 
that means continual modern- 
for ne wand more efficient 
equipment, more productive methods or 
technique, are being continually de- 


In the field of materials handling, 


/ one of the developments that appears 
© to give promise of attaining much more 


Es a 


saihete 


> does, a 
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Has been done by engineers 
working with the problems of 
pheumati 1¢ conveying. Things 


© dled to and from box cars and 





5 variety 
S would be gr eatly simplified. 


importance than it now enjoys is that 
of pneumatic conveying. “As thin as 
air” no longer seems to be a good figure 
to express a concept of tenuousness and 
insubstantiality. Aviation, in 
its present stage of development, 
is a daily reminder that, under 
certain conditions, air is not 
the least substantial of things 
in this world—providing, as it 
roadbed for fifty-ton 
vehicles. Florida hurricanes 
may have helped to enforce that 
conviction on those who can 
travel for their object lessons in 
physics. The tricks and con- 
jurings of a three hundred mile 
hurricane gale have long been a 
matter for comment. Perhaps 
somewhat irrelevantly, it might 
be suggested that, if some neat 
devise for bottling up the energy 
expended by a good frolicksome 
sub-tropical hurricane were dis- 
‘overed, materials handling and 
of other problems 


Something a little like that 


move rapidly, and that is par- 
ticularly true of materials han- 


railroad sidings by this new 
Means of transportation, There 
are still people who can remem- 
ver when a wheelbarrow was 
Considered a perfectly proper 
‘gency for getting coal and sand 
and other bulky material from 


Page Dairy Company, 
over-all distance of 170 feet at rate of thousands of 
feet a minute to coal 


By HoMER H. 


Unloading cotton seed from box car 
by means of pneumatic conveyor. 


Toledo, 


bunker 


SHANNON 


who do so yet. 
modern system of pneumatic conveying, in terms of me- 
chanical advancement, is much greater than their separa- 





in boiler 


one place to another. 


It is just possible there are some 


The transition from such a medium to a 


tion in time would lead one to suspect. 


Suction and pressure systems for 
handling such materials as coal, coke, 
grain, ground clay, sugar, 
ash and other pulverized and granular 
substances 
being installed by industries with rapid- 
ity, according to the engineers and man- 
ufacturers promoting that method of 
handling. The method seems peculiarly 
adapted for 
freight cars. 
freight car is one of the largest units 
of bulk generally circulated as a coin 
of measure in this country. 
application is being found in unloading 
vessels, 


lime, soda 


by pneumatic tubes are 


loading and emptying 


That may be because the 


Another 


In that respect, this country 


has lagged far behind Europe, where 





Vacuum cleaning a car of coal at the plant of the 


O. Coal travels an 


house, 


the pneumatic method of trans- 
fer of grain between ships and 
lighters ‘or barges has_ been 
standard practice for some 
years. But that may be ac- 
counted for in the fact that 
western Europe is a territory of 
discharge for grain _ vessels, 
while this country, generally 
speaking, loads rather than un- 
loads. But it is suggested that 
greater handling and _ inter- 
change of grain on the inland 
waterways of this country, 
which some profess to see as one 
of the transportation changes of 
the future, will make the pneu- 
matic method of handling the 
lading as popular here as it is 
in Europe. 


Principle in Use for Years 


Pneumatic conveying has 
been spoken of as something 
“new,” but like a great many 
other “new” things or methods, 
it is so only in certain respects. 
Every large department store 
has its system of pneumatic 
tubes for transmitting orders 
and money from one floor to an- 
other and from one department 
to another. The same use has 
been made of pneumatic tubes 
by banks and other institutions 
for years. Waybills and mani- 
fests are shot through tubes in 
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railroad classification yards and many other uses have been 
found for that means of quick despatch of small, valuable 
articles. The United States postal service has utilized the 
virtues of speed and reduced handling characteristic of the 
system for nearly forty years. Mail tubes between railroad 
terminals and central post offices and between the latter and 
sub-offices are in use in many cities. Metropolitan New York 
now has approximately 25 miles of double pneumatic mail tubes 
with a diameter of 8 inches, permitting simultaneous despatch 
in either direction of carriers that look like large soda-fountain 
editions of the ice cream can. Similar installations are at 
work in other large cities. Philadelphia has 10 miles of double 
tube line of the same dimensions; Chicago, 10; Boston and St. 
Louis each has six. 

As reported in an article by James Whiting, of the Lamson 
Company, Philadelphia, in a publication of the American Society 
of Mechanical Engineers, “the earliest record on the subject of 
pneumatic transmission is found in a paper presented to the 
Royal Society of London by Dennis Papin in 1667.” 

In 1864, the Pneumatic Despatch Company, London, con- 
structed a tube four feet high and four feet, six inches wide in 
which carriages on a track were propelled at the rate of 17 
miles an hour between a rail terminal and the general post 
office by the pneumatic method. 

Our own post office department, with Postmaster-General 
John Wanamaker officiating, began operating a line 2,974 feet 
long in Philadelphia in 1893. The Western Union Telegraph 
Company had a number of lines in New York as early as 
1876, and there have been many other similar applications of 
the principle in this country in the last fifty years—so that, in 
one sense, it is not the newest thing under the sun. 

But, as an economical means of handling low grade bulk 
commodities, its utility and almost equal versatility have only 
recently been recognized. Low initial cost and other features 
make the pneumatic method of handling some bulky commod- 
ities ideal under certain conditions. 


Modern Application 


That is well illustrated by an installation for handling coal 
recently made at the plant of the Wurlitzer Manufacturing Com- 
pany, at North Tonawanda, N. Y. The railroad siding on which 
the cars are received is nearly 200 feet from the boiler house, 
with several buildings intervening. The usual mechanical coal- 
handling system would have required construction of a hopper 
at the side of the track for delivery onto an apron feeder, and 
that, in turn, would have had to deliver to a bucket elevator 
carrying the coal to an overhead belt conveyor traversing the 
roofs of the buildings for 150 feet. The engineers assigned to 
the task found that a tunnel about 10 feet square and 35 feet 
long would have to be dug to install the apron conveyor and 
that, in all probability, quick-sand would be encountered, and 
quite certainly water. The cost of the conveyor installation 
alone would have been in the neighborhood of $20,000, accord- 
ing to their report. But a pneumatic conveyor, installed at less 
than $10,000, was found greatly to simplify the problem of con- 
struction. All that was needed at the track end was an over- 
head swinging boom, connecting with the conveyor pipe lead- 
ing to the boiler room, from which could be suspended the 
a hose and nozzle used to suck the coal out of the rail- 
road car. 


At the plant of the Edgar Brothers Clay Company, McIntyre, 
Ga., the pneumatic system is used to load crushed clay into 
box cars. The clay is blown into the cars at the rate of from 
25 to 40 tons an hour by means of a T-shaped nozzle that spouts 
the dust into both ends of the car. By a method of sealing the 
cars with tarpaulins hung over the one open door, and another 
pipe for exhausting the air from the car to maintain a neutral 
pressure, the operation is made practically dustless. The dust- 
less feature of the. pneumatic method of handling such materials 
as coal is stressed by manufacturers of the equipment. 


Several methods have been adopted to trap the dust. In 
connection with suction systems, the usual procedure is to em- 
ploy either a cloth bag filter or an air-washer between the point 
at which the material is received and the exhaust. 

The cleanliness of the pneumatic method of handling coal 
was one of the primary reasons for its installation at the plant 
of the Page Dairy Company, at Toledo, O. The company uses 
approximately 6,000 tons of coal a year, but, because the boiler 
room was some distance from its rail siding, it had been re- 
ceiving its coal by auto truck. Unloading occasioned consider- 
able dust, which, for fairly obvious reasons, was objectionable. 
A pneumatic system was installed, at a cost of $9,000 dollars, 
that is said to have eliminated completely the dust nuisance. 
The system has a rating of 15 tons an hour. By virtue of its 
receiving the coal at the railroad siding 130 feet distant, the 
company was able to effect the economy of buying in carloads, 
as well as materially reduce the handling costs that attached 
to the former method. The pneumatic pipe leading from the 


car delivers the coal to a centrifugal separator that deposits it 
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into a bunker directly underneath. The air and dust are draw) 
off from the separator at the top and carried through an ai 
scrubber equipped with water sprays and are then dischargeg 
The dust collected by the scrubber is washed down to a sludge 
tank from which the coal is reclaimed. 


Two Main Types 


In general, there are two types of pneumatic conveyor, 
They are suction and pressure systems, with a combination ¢ 
the two as a third type. The principle of their operation j, 
simply that of using a stream of air in a closed system of pipe 
to propel the material from the point at which it is picked yw 
to the desirede point of delivery. There are, quite naturally, , 
large number of variations in possible mechanical features, die. 
tated by the particular problem to be solved and the always 
variable element of human judgment. 

Reduced to its simplest terms, the suction system ig po 


more than a kind of overgrown vacuum cleaner with an elongated | 


snout that can.feel around for its food anywhere along a string 
of cars on a railroad siding or in the hold of a vessel. The 
necessary vacuum or stream of air is created by a blower 
located at some point beyond the receiving bin and whatever 
filtering device may be used. The material conveyed is deliy. 
ered at a tangent to the inside of an inverted conical receiver. 
where the momentum is absorbed in circling the wall of the 
receiver. The material drops to the bottom and is delivered 
to bin or bunker by an air-tight rotary discharger. Air ani 
dust are removed at the top of the receiver and pass through 
such filtering device as may be in use. Then air is discharged 
through the blower. 

Under the pressure system, the material conveyed is fed 
into the pneumatic pipe at a point just beyond the blower in 
the direction of travel of the stream of air. This system is 
more commonly employed where the material is to be spouted 
or carried to one of several delivery stations. The intake hopper 
is so constructed as to introduce the material into the air-stream 
without loss of blower energy. 


A special type of blower has been developed which, accord- 
ing to the authorities consulted by the writer, results in “pos- 
itive displacement” of the air, in a sense that can not be real: 
ized by a fan. The mechanical construction is such that air is 
fed directly into the pipe by two “impellers” mounted on 
parallel shafts and rotating in opposite directions. When an 
impeller is in position so that one tip has just cut off the open. 
ing to the suction side, there is a volume of air trapped between 
the impeller and the enclosing case, which is not open to either 
suction or discharge. As the impeller continues to rotate it 
opens to the discharge and pushes the enclosed volume of ail 
“positively” into the discharge system. 


The principal advantages of the pneumatic conveyor sys 
tem are listed as follows: saves labor, is dustless, little space 
is required for its installation and it is self-cleaning. Though 
the power required for operation is usually greater than that 
required by other types of mechanical conveyors, the fact that 
no skilled labor of any sort is required for operation and that 
labor is reduced to a minimum is said more than to off-set that 
disadvantage in many instances. Further it is stated that 
materials of different kinds can be fed into the conveyor one 
after another, without cleaning, as the air stream keeps the pipe 
line and receivers clean at all times. 


Used in Europe for Thirty Years 


As previously stated, pneumatic conveyors for discharging 
grain cargoes from ships are widely used in western Europe 
and have been for some time. The system “has rapidly super 
ceded all others for unloading grain, and very few dock author 
ities at home or abroad proposing to extend their facilities for 
dealing with grain cargoes would consider any other type o 
apparatus,” says one of the largest English manufacturers of the 
equipment. The same authority is quoted as saying that “the 
advantages of the pneumatic system were first recognized 
connection with discharge of cargoes consisting of numerdls 
small parcels. The discharge of such cargoes by mechanical 
means is notoriously a tedious and expensive process, and In 
volves besides a considerable risk of getting the parcels mixed. 
Cargoes from the Black Sea, it is stated, which were made 
of a great many separate lots of different grain, had been hal 
dled for years by the ordinary bucket elevators “at a grea! 
disadvantage, as a large amount of work must be done by 
manual labor.” That was both slow and expensive. With # 
pneumatic plant, on the other hand, it is possible to introduce 
the flexible piping through any small opening and carry it al! 
distance inside the vessel to deal with parcels stowed in aWk 
ward corners. ; 

“These considerations, and above all, the great saving of 
labor and especially of casual labor,” it is stated, “have led 
to the adoption of the pneumatic system for ship unloadilé 
whether or not a parcel trade has been anticipated.” 

Floating pneumatic elevators with maximum capacities 
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HE Industrial Traffic Manager 
no longer has time to fight for 
ars, Or worry about arrivals. The 
ope of his work is wider today 
han ever before—his responsibilities 
jastly greater. He plays one of the 
najor parts in the fight to obtain a 
maximum yield from a minimum 
apital investment. 


That’s one reason the Pennsyl- 
atia’s famous “Limiteds of the 
right Service” have been so en- 
husiastically adopted. 


These “named” freight trains, 


The Traffic World 


“ON TIME” 


The regular Pennsylvania report 


running on definite schedules have 
again and again established new 
records for dependable “‘on time” 
arrival. They’ve smoothed out the 
detail troubles of Industrial Traffic 
Managers and left them time for 
other and more important work. 


They carry all classes of freight 
and serve eight of the ten largest 
cities in America. 


And from 30 listening posts on the 
battle front of American business the 
report “on time”’ is daily being sent 
to shippers throughout the nation. 


"9ENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 


Industrial Traffic Managers 
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that is smoothing out the troubles of 






Six On Time Leaders ...‘‘Passing re- 
ports’’ consistently reveal ship- 
ments over the Pennsylvania going 
through on time. Here are six of 
the Pennsylvania's famous fleet, 
“The Limiteds of the Freight Ser- 
vice,”” not for their on time 
dependability. 
THE MERCURY 
Merchandise 
Chicago to Seaboard Cities 
THE DIXIE 
Merchandise 
Toledo to Columbus 
and Cincinnati 
THE VULCAN 
‘ercha 


Car ~> d Pitted h 
negie an: ttsbu: 
poy eA Cities 


THE NORTH STAR 
Perishable—Merchandise 
Pittsburgh to Buffalo 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 
THE CODORUS 
Freight 
York, Pa., to Jersey City 
and New York 
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ranging up to 200 and 250 tons an hour are principally em- 
ployed in ship unloading. It is pointed out that as many as 
four or five may be used at a time, so that the rate of dis- 
charge is limited only by the number of barges or lighters 
available. A German manufacturer of equipment illustrates 
that by saying that “a large steamer carrying 8,000 tons of 
wheat can easily be discharged in twelve hours by using 
four elevators,” the time including all delays for change of 
lighters or for other reasons. Vessels with a large number 
of parcels are naturally worked more slowly, but the saving 
effected by the pneumatic method is correspondingly greater 
than by other methods. In addition, the pneumatic handling 
of the grain is said to be a distinct advantage i® the way of 
conditioning it, through a thorough aeration. 

Besides the main applications in the discharge of ships 
and barges, European adaptation of the system to handling 
of grain has been applied by malt houses, breweries, and 
mills in connection with existing grain stores, where convey- 
ance by mechanical means would be complicated or prac- 
tically impossible. Space may not be available or it may 
be too costly to install suitable gantries or passages. Water- 
ways, roads, or railways may intervene. In all such cases 
the pneumatic system provides the solution, since a simple 
tube can be run almost anywhere. 


Real Development in Future 


“The real development of pneumatic conveyors in this 
country is all in the future,” said H. H. Weiss, president of 
the Brady Conveyors Corporation, Chicago, one of the 
pioneers of the field. That was despite the fact that he 
had talked more or less at length on the variety of applica- 
tions to which the system had been put to work in recent 
years displacing slower and less efficient methods of han- 
dling. 


“The reason pneumatic conveying has not been devel- 
oped in this country to the extent it has in Europe,” he 
continued, “is that we have few engineers who really under- 
stand the fundamental principles required to design a satis- 
factory operating system. Among the few engineers who 
claim to know anything about the air requirements, pressure, 
vacuums, etc., there still remain differences of opinion as to 
who is right and who is wrong on certain fundamental ques- 
tions of theory. Even the manufacturers of positive pressure 
blowers refuse to state definitely the size of blower required 
to do a particular job.” 


Emphasizing the difficulties faced, he told of a_pros- 
pective purchaser who had recently received proposals from 
several conveyor manufacturers to handle a specific amount 
of material. The figures furnished varied in the instance of 
each of the bidders. One-said that a four-inch pipe would be 
required, another that what was needed was a five-inch pipe and 
another was quite sure that what was needed was a six-inch pipe. 
The estimated power requirement ranged from 100 to 200 horse- 
power. “Naturally,” said Mr. Weiss, “the purchaser didn’t know 
which was right, or if any one of them was.” 

“Pneumatic conveying will advance much more rapidly,” 
he concluded, “when the various manufacturers of equipment 
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Ind., for handling sawdust out of cars. Centrifugal 
shown at top of picture; 








Installation at plant of Kokomo Steel and Wire Company, Kokom, 


cyclone receive 
material fed out of bottom through rotary 
air-tight lock to storage bin below. 


explain to those interested the basis of their engineering figures 
so that the purchaser, after reviewing the differences in eng 
neering design, will have a clearer conception of what may 
expected in the way of accomplishment.” 

There are men in the field now, he said, who do have tl 
necessary experience to make harmony out of theory and pri 
tice. And a reliable technique is certain to assert itself in the 
mmediate future under existing pressure for the creation i 
more efficient and practical methods of handling materials. 








BUS REGULATION BILL 
The Trafic World Washington Bureau 


The revised Parker-Couzens bus regulation bill reached the 
Senate on the afternoon of April 14, when Senator Couzens, 
chairman of the Senate commerce committee, submitted, on be- 
half of the committee, a report explaining the provisions of 
the measure and recommending its passage. Senator Dill, of 
Washington, filed a minority report opposing the bill. 

The report of the Senate committee followed that made 
by the House committee on interstate and foreign commerce 
on the bill with such changes as were made necessary by the 
changes made by the Senate committee. 


The bill is to be brought up in the Senate in the near 
future under the program of the committee on order of business 
of the Republican conference. 

Amendments made by the Senate committee make the out- 
look for bus legislation at this session doubtful ‘at the best” 
in the opinion of John E. Benton, general solicitor of the Na- 
tional Association of Railroad and Utilities Commissioners. He 
predicted substantial opposition to the amendment making issu- 
ance of a certificate mandatory, upon application whenever 
“there is not already existing competition between motor car- 
riers.” 

“Of course,” continued he, “the bus lines are opposed to 
this. So are the railroads and electric railways, for many of 
them operate bus lines. And those who have considered that 
one principal need for the bill is to prevent unnecessary opera- 








tions upon the highway, and wasteful competition, will likewi* 
oppose it. Judging from the apparent attitude of leading mer 
bers of the House committee, it seems to me fairly certain thi 
the Senate amendments will encounter serious opposition in th 
House, if they shall be adopted by the Senate. If they 
offered in the Senate the bill may not reach a vote at this st 
sion. If they are adopted by the Senate and concurrence * 
refused by the House the bill will go to a conference commillt 
which may or may not reach an agreement satisfactory to bol 
houses. So the outlook for bus legislation at this session # 
the best is doubtful.” 


Excerpts from the Senate committee’s report dealing Wi 
amendments made by it follow: 


Preservation of Competition 


In order to protect the safety of the traveling public and oun 
who use the highways and to furnish a superior type of service, It” 
necessary to enact legislation with regulatory provisions that will & 
adequate to accomplish this end. Such provisions will necessar 
result in eliminating carriers that might, in the absence of ag 
supervision, enter upon or continue operations without being 
qualified to protect the public safety and safeguard the public ” 
terest. While recognizing this situation, the committee at the 
time desires fully to preserve competition and prevent monopoly > 
this rapidly growing form of transportation. The House bill _ 
tained numerous provisions to insure such competition, and the os 
mittee has, by several amendments, provided further safegua™ 
against monopoly. Thus existing competition is preserved by 
provisions of section 5 providing for the issuance of certificates” 
public convenience and necessity to all bona-fide carriers operating iy 
April 1, 1930. The provisions of the transportation act are not tit 
construed as giving any preference to rail or water transport. 
over motor yehicle transportation. The Commission is gene 
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WHEREVER 


you may travel—north, west 
or northwest— 


WHENEVER 


you may choose to go—morn- 
ing, noon or night— 


GO 
"NorTHWESTERN 


Chicago & North Western pro- 
vides the widestrange of service 
ever offered. A splendid fteet 
of fine, fast trains on conven- 
ient daily schedules led by 















The two finest trains in the World 


NorTHWESTERN 
LIMITED 


CHICAGO- ST. PAUL-MINNEAPOLIS 
Leave Chicago daily - 6:30 p. m. 








Corn KING 
LIMITED 


CHICAGO - OMAHA - SIOUX CITY 
Leave Chicago daily - 6:05 p.m. 













Unrivalled 
Range of Service 
to Other Points 


18 daily trains between 
Chicago and Omaha 
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10 daily trains between 
Chicago-St. Paul-Minneapolis 
6 daily trains between 
Chicago-Duluth-Superior 
6 daily trains between 
Chicago and Rochester, Minn. 

30 daily trains between 
Chicago and Milwaukee 
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For reservations and complete informa- 
tion phone, write or call on 


H. G. VAN WINKLE 
General Agent Passenger Department 
148 S. Clark St., Chicago, Ill. 
Phone Dearborn 2121 
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NorTHWESTERN 


‘The best of everything in the best of the west> RAILWAY 
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It’s Your Business 
TO SAVE MONEY 


You can do that by routing through 


HOUSTON 


the Gateway of the Mid-West 


Houston is the logical distribution 
center for the vast empire of the 
Mid-West—a trade area doing a 
seven-billion dollar annual busi- 
ness. Not only is Houston’s loca- 
tion strategic but its facilities for 
dispatching cargo with the ut- 
most speed are ultra modern. You 
save time in transit and time in 
handling by routing this direct 
way and— 


In Your Business 


TIME MEANS THE DIFFERENCE BETWEEN 
PROFIT AND LOSS 


Get the full information about 
Houston Now! Drop your name 
on a post card and you'll get the 
Houston Port Book and The Hou- 
ston Port Register regularly. You 
need them on your desk! 


Address: 


JOHN C. MAYFIELD, 
1512 Whitehall Bldg., New York, N. Y. 
T. P. BARTLE, 
433 Board of Trade Bldg., Kansas 
City, Mo. 
F. C. DEZENDORF, 
Cotton Exchange Bldg., Dallas, Texas 


T. E. DUGGAN, 


Chamber of Commerce Bldg., Houston, 
Texas 


OR 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON - - = = = TEXAS 
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directed to preserve competition in service and under the committee 
amendment to subsection (f) of section 5, the absence of motor 
vehicle service or of actual competition on any route is made sufficient 
evidence that public convenience and necessity will be served by the 
granting of a certificate. Under the committee amendment to the 
merger section, consolidations, mergers, or acquisitions of control, 
where one or more of the parties is a railroad carrier, are forbidden. 
In the section with reference to rates, the claim that a rate is unjust 
to a competing carrier engaged in a different kind of transportation, 
will not justify a holding that such rate is unjust or unreasonable. 


Administrative Scheme 


The House bill provided that when any matter is heard and 
decided by a member, examiner, or joint board, such member, ex- 
aminer, or joint board is to file with the Commission its recom- 
mendation for an appropriate order, and after having been filed with 
the Commission 10 days, such recommended order becomes the order 
of the Commission, except that the Commission may, before the 
expiration of such time, stay or postpone such recommended order. 
No provision was made for service of the order of the examiner 
upon interested parties. The House bill also provided that the 
member, examiner, or joint board should decide the matter and 
recommend appropriate order thereon. The committee amendments 
do not provide for a decision but for a recommended order by the 
member, examiner, or joint board, and further provide that such 
recommended order shall be filed with the commission and served 
upon the parties of record and upon the governor and board of any 
state in which the carrier operations involved in the proceeding are 
or are proposed to be conducted, and that if no exceptions are taken 
thereto within 20 days after service upon such person, the recom- 
mended order shall become the order of the Commission and become 
effective, unless within such period the order is stayed or postponed 
by the Commission. The amendments further provide that where 
exceptions are filed within the period of 20 days it shall be the duty 
of the Commission to consider them, and, if sufficient reasons appear, 
to grant a review. 

No time limit for review is fixed, and it is contemplated that this 
feature will be taken care of by regulations of the Commission. The 
Commission will be under a duty to grant such review as may be 
necessary or proper to carry out the purposes of the act. The Com- 
mission is authorized to review any such matter on its own initiative. 
It is important to note that the orders recommended by an examiner 
or member, or a joint board, do not become effective as orders of 
the member, examiner, or joint board, but as orders of the Commission, 
either after the expiration of the 20-day period above referred to or 
by substitution of the Commission’s own order upon review. 


Competition, Etc. 


Section 5: In subsection (a) of the House bill provision was made 
for the issuance of certificates of public convenience and necessity 
for operations of common carriers by motor vehicle where it is found 
such operations will serve the public convenience and necessity. 

The committee amendment requires as an additional prerequisite 
to the granting of a certificate of public convenience and necessity 
the finding that the applicant is fit, willing, and able properly to 
perform the services proposed and to conform to the provisions of 
_ act and the requirements, rules, and regulations of the Commis- 
sion. 

In subsection (b) of the House bill it was provided that common 
carriers by motor vehicle which were in operation on March 1, 1930, 
and which have continued to operate since that date and who meet 
certain other requirements set forth, shall be entitled to certificates 
as a matter of course, without the application of the test of public 
convenience and necessity, provided that the applicant possesses 
the qualifications set out in the committee amendments to sub- 
section (a). The date was changed by the committee from March 
1, 1930, to April 1, 1930. 

The question of the issuance of these certificates is left to the deci- 
sion of the Commission without hearing, upon the basis of informa- 
tion furnished by questionnaires or otherwise. However, if it is 
found necessary to have further proceedings to determine the ques- 
tion involved, the application for the certificate is to be dealt with 
according to the procedure set forth in section 3, including reference 
te a joint board in a proper case. 

In subsections (c) and (d) are found declarations of policy to make 
it clear that Congress gives no preferential recognition to any one of 
the various kinds of transportation, and that a certificate shall not 
be construed as conferring any proprietary or exclusive rights in the 
public highways. By subsection (e) the Commission is directed, in 
so far as is consistent with the public interest, to preserve competi- 
tion in service. 

Subsection (f) of the House bill provided that if motor-vehicle 
service in interstate or foreign commerce on a public highway is 
alone carried on by a railroad company or persons or corporations 
owning an interest in a railroad company, the Commission shall give 
consideration to the issuance of a further certificate to a common 
carrier by motor vehicle if applied for by a person or corporation not 
interested in a railroad company and otherwise qualified. By the 
committee amendment this subsection is stricken out and the present 
subsection (f) substituted. This subsection, which is intended to 
insure competition in motor-vehicle transportation, provides in sub- 
stance, that if upon consideration of an application for a certificate 
of public convenience and necessity it appears either that there is no 
adequate service by a common carrier by motor vehicle or no actual 
and adequate competition of a common carrier by motor vehicle, in 
whole or in part, upon the route or between the termini covered by 
the proposed operations, the absence of such service or competition 
shall be sufficient evidence of public convenience and necessity and a 
certificate shall be issued to the applicant if otherwise qualified. 
The amendment further provides that competition shall not be 
deemed to be actual unless in good faith between at least two common 
carriers by motor vehicle that are not affiliated, directly or indirectly, 
threugh stock ownership or control, or in any other manner. 


Consolidations 


Section 9: Under this section consolidations, mergers, and acquisi- 
tions of control involving carriers who will be required under the act 
to obtain certificates of public convenience and necessity will be in- 
valid unless approved by the Commission. In the case of approval of 
any such matter by the Commission, and in the case of the original 
issuance of certificates of public convenience and necessity, it is pro- 
vided that, in so far as may be necessary to enable the carrying into 
effect of the consolidation, merger, or acquisition approved, and to 
permit the conduct of the operations authorized by the certificate, the 
federal antitrust laws and all other restraints and prohibitions of 
federal or state law are inapplicable. 

Under subsection (c) of the House bill it was provided that no con- 
solidation, merger, or acquisition of control shall be approved under 
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this section if more than one of the corporations involved is engages 
directly or indirectly, in the transportation of persons by Tailroag 
By the committee amendments it is provided, first, that no congg: 
dation, merger, or acquisition of control shall be approved if jt in. 
volves the consolidation or merger of two or more railroad carriers 
the acquisition of control of one railroad carrier by another; ang Se. 
ond, that no consolidation, merger, or acquisition of contro] Shall b 
approved if one or more of the corporations involved is engaged 
directly or indirectly, in the transportation of persons by raj 
The effect of the last clause of the amendment is to prevent any 
consolidation or merger of a motor-vehicle carrier and a railroad ca. 
rier and the acquisition of control of a motor-vehicle carrier py, 
railroad carrier, or vice versa. 


B. & O. PASSENGER FARE CUT 


The Commission has authorized the Baltimore & Ohio y 
withdraw its passenger tariffs, I. C. C. Nos. A-8181, A-s1y 
A8183 and A-8187, to the end that farther consideration may } 
given to the establishment of fares for day coach transpory 
tion in competition with busses. (See Traffic World, Ap 
12.) 

In its application for sixth section permission to withdray 
the tariffs the carrier said it based that request on the fact thy 
since the filing of the tariffs there had been important devely 
ments which would result in a thorough investigation bei 
made by passenger traffic associations, generally, with respe 
to the competitive conditions in connection with passengy 
travel brought about through the active and very general open. 
tions of motor bus lines. 

That investigation, the Baltimore & Ohio said, would pr} 
ably cover a period from sixty to ninety days and that pendix 
the result thereof it was the desire of the petitioner that it 
tariffs be made not effective, but be withdrawn from the Co 
mission’s files. 

This withdrawal of the tariffs is the result of a consult: 
tion, lasting for more than three hours among the presidents of 
eastern railroads in New York. It is the understanding that i 
was brought to the attention of the Baltimore & Ohio thi 
various railroads had made experiments in the way of reduced 
passenger fares with a view to meeting the competition of th 
bus lines, but that, generally speaking, the experiments had nt 
brought any decisive results. ‘ 

The first information sent to Washington indicating thi 
the Baltimore & Ohio had been persuaded that its course might 
not be good was accompanied by the statement that it would 
ask for permission to postpone the effective date of its tariff 
probably for sixty days from April 20. However, when its 
petition was received it was disclosed that the tariffs were 
being withdrawn so that if the move was ever revived it woul 
have to be done by the filing of new tariffs. 


RAIL-TRUCK COMPETITION FIGHT 


A seemingly deliberate attempt, by railroads serving Seattle 
and Tacoma, Wash., and Portland, Ore., to meet the competitin 
of trucks also serving those cities, has been countered by the 
truck interests with a request that the Commission suspen 
the schedule carrying a rate of 30 cents a hundred pounds t 
and from Portland and Seattle and to and from Portland al 
Tacoma applicable on every sort of freight except liquid acié 
articles too long for the ordinary box car, perishable freight 
requiring refrigeration, live stock, nursery stock, automobiles, 
explosives, fruits and vegetables, live poultry and fresh milk 
and cream. The flat rate, disregarding the classification, is ca 
ried as item 1037 in supplement No. 63 to Henry’s North Pacifi 
Coast Freight Bureau local, joint import and export prop0 
tional freight tariff No. 1-E, I. C. C. No. 217, effective April 4 
Minima of 15,000 and 20,000 pounds are proposed. The tarif 
expires by limitation not later than December 31. 

A formal protest requesting suspension was filed by the 
Portland-Seattle Auto Freight Company and Lee and East 
authorized common carriers, and their petition was supportel 
by telegraphic notices from other truck operators. They assem 
that the 30 cent rate would be in violation of the first thi 
sections of the interstate commerce act and the Hoch-Sul 
resolution. 

The truck men allege that the rate is proposed “solely au 
only for the purpose of creating an unjust and unfair compet 
tive situation between the rail and motor vehicle carriers ? 
erating between the points to which such rate applies and # 
unlawful, non-compensatory and discriminatory as between df 
ferent commodities and that the minimum weights set forth 
said item are neither lawful nor proper and that the . 
effective of such rate and the item mentioned will result # 
unfair competition between the carriers by freight and 
crease car and carrier revenues unlawfully.” dl 

Waiver of freight classification, the truck men allege, i 
cause discrimination against lower rated commodities and 
favor of higher rated ones and permit the movement of 
modities without relation to costs of service or transpo . 
incurred. They further allege that that waiver forces low 
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valued commodities to bear more than their proportionate share 
of the transportation cost. 

The truck men point out that many times the carriers, 
parties to this tariff, have protested against proposals to re- 
duce rates on the commodities covered by the flat rate, on 
reduced minima, on the ground that they were not earning a 
reasonable rate of return and that their financial condition 
would not warrant reductions on important commodities, such 
as the products of agriculture and forest, because of the injury 
to their revenues. 

A definite claim is made by the truck men that their rates 
are higher than the class rates of the railroads. They assert 
that while the railroad rates are 68, 58, 48 and 41 cents per 100 
pounds on the first four classes the truck rates are 80, 70, 60 
and 50 cents. They contended that the reduction to 30 cents 
flat could not be justified and that the rate of 30 cents was 
unreasonably low and illegal. They claim that under the flat 
rate the per car revenue of the railroads will be reduced to $45 
flat from the following figures: Canned goods, $81; furniture, 
$63; dried fruit, $81; machinery, $87.60; paints, $90; plumbers’ 
goods, $106.50; wire rope, $90, and seed, $85. The truck men 
claim that the cut is aimed at them, alleging that water trans- 
portation does not compete with rail or motor carriers in the 
territory involved. 

No explanation is made, either by the truck men or the 
tariff filing agent, as to why the minimum under the reduced 
rate is to be 15,000 from April 24 to July 31 and 20,000 there- 
after. As a matter of fact, the agent did not explain his pro- 
posals at all, no obligation to do that resting upon him until 
after the filing of protests, if any were made. 

The Portland Industrial Traffic Club supported the railroad 
tariff in a telegram to the Commission saying that the rate was 
established to hold to the rail lines traffic lost to the motor 
truck lines which were constantly enlarging their operations. 
It said the freight covered by the tariff now moved almost en- 
tirely by motor truck. It said it believed the rate would be rea- 
sonably compensatory and that it knew that its own members 
would use the rate to a substantial extent and urged that it be 
allowed to become effective. 


The Portland Traffic and Transportation Association also 
supported the move of the carriers in a communication sent to 
the Commission by W. A. Curtin, its secretary. 

A telegraphic defense of the 30 cent flat rate proposed by 
the railroads serving Seattle, Tacoma and Portland was sent 
to the Commission by S. J. Henry, the tariff publishing agent. 
He said the rate was established ‘> an effort to meet the com- 
petition created by the unregulated truck lines and for the 
purpose of increasing the rail revenue. 

Because the trucks were not regulated, Mr. Henry said the 
rates and classification used by them could be changed without 
advance notice. He said the trucks were also unregulated as 
to the number of operators and number of trucks that might 
be placed in service. The records of the state commission, he 
said, showed that the number of truck operators had doubled 
and that eight cperators had seventy-three trucks in the Port- 
land-Seattle service. Rail lines for some time, he said, had 
entertained the hope that the situation would improve but that 
the coutrary was the case. Because of existing conditions, he 
said, the railroads felt it necessary to make some effort to 
retain at least a part of that important merchandise business. 


The mixture allowed under the 30 cent rate, Mr. Henry 
asserted, was necessarily broad but that that was also true of 
many carload commodity rates applying to general mixtures 
such as dry goods, drugs, canned goods and other commodities. 
He said the rate was the same as that carried on various less 
than carload shipments under fourth section order No. 8890, 
item 510 of I. C. C. 217, between Portland and Aberdeen, Ore. 
While the mileage involved in the Portland-Aberdeen transpor- 
tation was somewhat less, he said, branch line service was in- 
cluded which, he pointed out, would not be true under the pro- 
posed 30 cent rate. Mr. Henry said that in proposing that rate 
the carriers did not disregard the cost of service and that the 
carriers were assured of a revenue of $45 per car under the 
15,000 pound minimum and $60 per car under the 20,000 min- 
imum, which would come into effect on August 1. The $60 
per car, he said, was greater than that now earned on some 
merchandise cars handled between the points embraced in the 
tariff which the truck men desired to have suspended. 


While the protested tariff contained twelve carload items 
carrying rates in excess of 30 cents, Mr. Henry said there was 
little or no rail movement under such carload commodity rates 
because of truck competition. Because of that situation, he 
said, the railroads intended to revise those items immediately 
to conform to the new merchandise rate which would apply in 
the event the tariff were allowed to become effective. He also 
said it was the intention of the carriers, on account of the 
demoralization produced by truck competition, to make the 
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20,000 pound minimum permanent. In closing his defense, y; 
Henry called attention to what he said was the fact that only 
the truck men and no shippers protested the tariff representing 
the effort of the railroads to get back some of the business, 


MOTOR VEHICLE TAXATION 


“State motor vehicle taxation continued its upward trepg 
in 1929 and increased nearly three times as much as motor 
vehicle registrations,” says the American Automobile Associa. 
tion. 

“At the same time, the average per vehicle tax for the 
country increased 13 per cent in 1929 over 1928. 

“The total increase in motor vehicle registrations for the 
United States last year was 8.6 per cent, while the increase jp 
the total amount of special motor taxes (exclusive of personal 
property taxes) for the forty-eight states and the District of 
Columbia, was 22.8 per cent. 

“These figures were revealed in the annual registration and 
taxation survey by the American Automobile Association.” 

Following is a summary of other things brought out in the 
review: 


First: The average per vehicle tax for the entire country was 
$28.56 in 1929 as compared with $25.24 in 1928, an increase of 13 per 
cent in a period of twelve months. The per vehicle tax has increased 


more than 300 per cent since 1919, when it was $8.55. 

Second: Special taxes collected from car owners by the states 
reached a. new high peak last year, with a total of $767,011,595 as 
compared with $624,325,670 in 1928, an increase of $142,685,925, 

Third: The states’ revenue from the gasoline tax increased 32 
per cent in 1929, the total being $422,216,641 as compared with $319, 
906,417 in the previous year. 


MOTOR CAR IN NORTH AFRICA 


The motor vehicle is gradually but surely replacing the 
traditional camel and donkey in North Africa, according to 
Trade Commissioner H. C. Scheuette, in a trade bulletin made 
public by the Commerce Department. Good roads are being con- 
structed across the deserts, he points out, and bus lines operate 
regularly between the principal cities. 

From the standpoint of the American exporter, the report 
shows, Morocco is the most promising market in North Africa, 
as its import duty of 121% per cent ad valorem applies equally 
to all cars, regardless of origin. In the case of Algeria and 
Tunisia, on the other hand, French automobiles enter free of 
duty, while all other cars must pay a tariff of 45 per cent. 

The total value of American automotive products shipped 
to North Africa in 1929 was in the neighborhood of $2,000,000, 
representing an increase of about 85 per cent over the previous 
year’s figure. 


MOVEMENT OF FREIGHT 


The railroads of this country established a new high record 
in the speed with which freight trains were operated for the 
month of February, according to reports for that month filed by 
the carriers with the Bureau of Railway Economics. 

The average speed of freight trains in February was 13, 
miles per hour, which represents the average per hour for all 
freight trains between terminals, including yard and road delays 
no matter from what cause. 

The average speed for February was an increase of one 
tenth of a mile above the best previous record of 13.4 miles 
which was attained in a number of months in 1929. It also 
was an increase of seven-tenths of a mile above the average 
for February last year. 

“There has been a steady increase in the average speed 
of freight trains in the past ten years due to improved motive 
power, the better condition of equipment, and improved methods 
of signaling and operation, all of which have had an effect on 
reducing delays of trains between terminal points and increas 
ing the speed while in actual motion,” says the Bureau. 

The average daily movement per freight car in Februaly 
this year was 30.0 miles, compared with 32.3 miles for the 
same month last year, and 29.8 miles in February, 1928. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in t 
cars in process of being loaded and unloaded, cars undergoilé 
or awaiting repairs, and also cars on side tracks for which 20 
load is immediately available. 

The average load per car in February this year was twenty- 
seven tons, including less than carload lot freight as well a 
carload freight. This was a decrease of three-tenths of one to 
below the average for February, 1929, but an increase of four 
tenths of one ton above February, 1928. 


LOCOMOTIVE INSPECTION SALARIES 
‘whe Senate April 17 passed S. 3845, increasing the salary 
of the chief inspector of the bureau of locomotive inspection 
of the Commission from $6,000 to $7,500; of the assistant chiel 
inspector from $5,000 to $6,000; and of district inspectors from 
approximately $3,800 to $4,000 a year. The bill was sent to the 
House for consideration. 

















The I 
e wel 
d exp 


andle 1 


> Ore f: 


ils to 1 
rie Ra 
alleys 1 
¢ Erie 
¢ steel 








im 





; . PAGE 1067 
| April 19, 1980 The Trafic Worla. —@@—@ A 


| INDUSTRIAL SERVICE 


Co-ordinating Industry and Trade 







le ss . 
7 eee SEO | The services of the 
ot fer eto NE Erie’s Industrial De- 
i St ooh? [BB partment are offered 
é to firms seeking advan- 

| tageous locations. Ask 
as of AT AUN ASASY «= ss for maps and detailed 
ed i Le) Pee eS information concern- 
es : hi ae HOH WR PeA ing industrial oppor- 
. ‘egy f tunities on Erie Lines. 


he 
to 
de 
n- 
ate 


SS ee Bee SS ae NRT 


ort 
. nsee ° F M s . ° 

ca, The Port Terminal facilities of the Erie R. R. ~~ g . ora Warehouses = other sndusteies 

lly ; a eliminate extra handling of both incoming and 

= re well equipped to handle domestic, import cetacean telah: Guanes dines ide teads 

Pp nd export traffic. Modern mechanical devices * a a ee ee 

: nection with the railroad. 

fandle the transfer of shipments. 

red d 

(0 » ~ : ‘ 

: e ep P S as 

Dus Ore from the Lake ports moves over the Erie ; ’ phones assured through a large supply of 
_ , fuel produced in a great number of bituminous 

ils to the great steel plants situated along the Sj = ' . A ‘ 

aed : , Te a and anthracite coal mines situated along the 

rie Railroad in the Mahoning and Shenango ’ Z } lines of the Erie Railroad. Hyd lectri 

lleys near Youngstown and Pittsburgh. Along _F¥ ; ) naniee tees sateen > ro 1 nite esaagpecesesiael 

the le Erie are many plants engaged in converting P = P ee Ser a Se Se 


by e steel into a wide variety of finished products. 4, industries located on Erie rails. 
uh 2 or : 
i ype ns UIE \ <A ey, 


a ae C. E. WARD 
+ ’ fe ae _ = Industrial Commissioner 
oi 50 Church St., New York 








RIE 


lary 
ction 
chief 
from 
» the 


“RAILROAD SYSTEM 


Route of The Erie Limited 






















PAGE 1068 





Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Tariff Interpretation—Application of Rule 10 of Classification to 
Articles Upon Which Commodity Rates Are Published Be- 
tween Given Points 
Indiana.—Question: What is your interpretation of rule 10 of 

Consolidated Freight Classification No. 5 on the following mixture, 

carload, Chicago, Ill., to Superior, Wis., via the Soo Line, con- 

sisting of petroleum oil in packages, 30,845 pounds, insecticide, 
liquid, other than agricultural, N. O. I. B. N., in metal cans in 
cases, weight 14,550 pounds? 

There is a specific commodity rate on petroleum oil of 29%c 
to Superior in Soo Line I. C. C. 5962, this tariff being subject 
to the rules of the Western Classification. There is no com- 
modity rate on the insecticide between the two points. Insecti- 
cide is classified third class, L. C. L., and class A, carload, 
petroleum oil is fifth, carload. By taking the entire carload 
and applying the highest class carload rate, which is 42c, a 
cheaper charge is produced than by taking the oil separately 
at the commodity rate of 29%c and insecticide at L. C. L. at 
third class of 74c. 

It is contended that the highest class carload rate may not 
be applied, for the reason the oil is subject to a commodity 
rate and therefore the oil cannot be considered in a mixture 
under a class rate when moving in the Western Classification 
territory. 

It is our opinion, inasmuch as there is no specific commodity 
rate on a carload mixture of the two items, that section 2 of 
rule 10, specifically prescribes the “highest class carload rate ap- 
plicable” together with the highest minimum provided for any 
article in the carload. Our understanding of section 2 is, in 
applying highest carload rate, commodity rates may not be 
considered. 

If I. C. C. decisions or opinions available, please quote. 

Answer: As we construe sections 1 and 2 of rule 10, there 
may be a mixture of articles taking either class or commodity 
rates under the provisions of setcion 1, but under section 2, 
while there may be a mixture of articles upon which there are 
commodity rates between given points, the classification ratings 
and class rates must be used in determining the applicable 
charge. See our answer to “Maryland,” on page 1030 of the 
October 30, 1926, Traffic World, under the caption ‘Mixed Car- 
loads—Rule 10, Section 2, Consolidated Classification Not Ap- 
plicable to Commodity Rates.” 


Rates—Combination Composed of Factors All of Which Are Not 
Filed with Commission Making Lower than Aggregate of 
Factors so Filed 


Missouri.—Question: We will appreciate your letting us 
have your views and, if possible, substantiated by any previous 
decision of the Commission or court involving the following 
circumstances: 

At the present time through rates from Illinois Freight 
Association territory are published on various commodities from 
Illinois Freight Association territory to Pacific coast ports via 
the Panama Canal. At the same time proportional rates are 
published from I. F. A. territory in Agent Galligan’s Freight 
Tariff 3-A. The origin scope in the latter tariff is more exten- 
sive than the scope in Agent Galligan’s 42-A and in some in- 
stances at least using the rates published in Agent Galligan’s 
3-A to the Gulf ports plus the Gulf-Intercoastal Conference rates 
which are not on file with the Commission produce a lower 
through rate than by using the through rates published in Agent 
Galligan’s 42-A plus the factor on file with the Commission to 
some origin point reflected in Agent Galligan’s 42-A. 

Under the terms of the Commission’s Tariff Circular No. 
20 in the absence of specifically published through rates the 
lowest available combination via the route of movement is to 
be protected. Due to the fact that one of the factors used in 
obtaining the lowest through rate is not on file with the Inter- 


The Traffic World 


Vol. XLY, No. 15 








state Commerce Commission, could it lawfully be useg , 
factor in ascertaining the lowest possible through rate? ms 

Answer: Administrative Rule 55 (b) of the Commissigy; 
Tariff Circular No. 20 provides that if no rate is named “a 
point of origin to ~estination of a shipment via the rotte « 
movement, the lowest combination of rates applicable yig Pe 
route of movement is the legal rate; also that a combinatio, 
rate for a through shipment must be treated as a unit ion 
point of origin to final destination, and the rate applied ne 
be the combination of the factors in effect on the date th. 
shipment was accepted for transportation at point of origin 
Inasmuch as the Commission has no jurisdiction over strict}; 
water rates not filed with it and such rates may be changed 
at will by steamship lines, it is clear that rule 55 (b) could ny; 
contemplate using water rates in such combinations, Unless 
they are filed with the Commission and subject to its juris 
dition. The rule manifestly relates to combinations of rates 
over which the Commission has jurisdiction. 

If a shipment were billed from one of these origins and 
routed via a Gulf port to the Pacific coast and charged at th 
through rate to the Pacific coast, which rate is filed with th 
Commission, plus an inland local also filed with the Comp 
sion, and complaint were filed with the Commission for rep. 
aration to basis of the rate to the Gulf port plus the conferene 
water rate from port to port, plus the inland local on the Pagif, 
coast, in our opinion reparation would be denied. In De Bary 
Co. vs. L. W. R. R., 18 I. C. C. 527, a shipment was routed ty 
the shipper via rail from New Orleans to San Francisco, then 
steamship line beyond to Seattle, but the carriers move ; 
all rail to Seattle. The Commission said: 


The San Francisco to Seattle rate of the Steamship Company 
which carrier under complainant’s instructions should have participate 
in the haul, is a port-to-port rate, not filed with the Commission, 
and can not, therefore, serve as a2 measure of damages. i 


Furthermore, rule 55 (a) authorizes only the lowest cop. 
bination “applicable” to the traffic. On through-billed traf 
a port-to-port rate not filed with the Commission would not 
applicable, such traffic being subject to the Commission’s juris 
diction. Rebilling to defeat the rates filed with the Commissin 
for application to this traffic would be unlawful. See Southem 
Pacific Co. Ownership of Atlantic Steamship Lines, 43 I. ¢.¢ 
168 (179-181). See, also, Berney Bond Glass Co. vs.N. Y. C. BR. 
147 I. C. C. 117, in which case the Commission held that a 
intrastate rail rate to a junction point plus an interstate rate 
beyond, making a lower combination than the through interstate 
rate, was not a violation of the aggregate-of-intermediates pr. 
vision of the fourth section of the interstate commerce act aud 
said that such combination could not be recognized in dete: 
mining the basis for awarding reparation. 


Company Material—Railway Material Sold F. O. B. Junction 
Point with a Connecting Line, Moved Deadhead to Such 
Junction Point on Revenue Billing Beyond 


Kentucky.—Question: Will you please advise your opinioi, 
with citations, on the following question: 

Carrier X operating from point B in Indiana to point ( 
in Kentucky, where connection is made with carrier Y, sell 
certain scrap materials to dealer located in Kentucky on traci 
of carrier Y, where a line haul is involved beyond the junction 
point. There was no specific commodity rate origin to de 
tination, and the sixth class rate applicable origin to destinatia 
used in connection with certain exceptions produces a rate @ 
$4.90 per gross ton. There was also a proportional rate from 
point C to destination of $2.39 per gross ton and a local rat 
of $2.91 per gross ton. 

The material was sold on basis f. o. b. carrier X tracks # 
junction point C and shipments were covered by through bili 
of lading from origin to final destination. Carrier X moved tlt 
material deadhead to point C and the local commodity rate ¥ 
applied from point C to destination. ; 

Considering what the Commission said in Briggs & Turlv# 
vs. Director-General, Docket 17027, reported 112 I. C. C. 31dslt 
what rate would be applicable? 

Answer: In our opinion, if the contract of sale was made 
with the thought in mind by the contracting parties that @ 
livery of the material should be at point C by vending compat! 
carrier X, and that title thereto should then and there vest i 
the purchaser, there was no intention to make a continuo 
through commercial shipment from point B to ultimate destllt 
tion of the material. Inasmuch as the selling company (dé! 
headed the material to point C, carrier X was acting merely 2 
the same capacity as any other shipper in bringing his mate™ 
to point C for shipment to his customer at the Kentucky det 
tination. The common carrier transaction originated at po! 
C and not at point B. Had the sales contract contemplated th 
carrier X should make a shipment from point B to final i 
tination and at the vendee’s expense, the common carrier trant 
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when you 


ship 


in 


Wooden 


Boxes: 


SHIPMENT arrives dam- 

aged. The container is torn 
. . . goods are leaking out of 
corners... soiled... frayed... 
useless. Of course, the package 
left your shipping room in good 
condition—but that doesn’t 
make the customer feel any bet- 
ter. Youknow how you feel when 
you get a damaged shipment! 


Red tape starts unrolling. 
Precious time and money are 
wasted. Perhaps the customer is 
lost. 


Use wooden boxes. Whether 
you ship one mile or one thous- 
and, wooden boxes best protect 
your shipments. 


The Traffic World 


Thousands have found Fivefold 
Protection*— good wooden boxes 
—the safest, most economical 
way of packing and shipping. 

The Wooden Box Bureau main- 
tains a competent staff of pack- 
ing and designing engineers to 
assist manufacturers with ship- 
ping-room problems. Their ser- 
vices are offered free of charge 
and without obligation. Mail 
the coupon and one of these 
experts will be glad to call and 
tell you the advantages of Five- 
fold Protection.* 

Mail the coupon today. It 
may save you thousands of 
dollars. 


WOODEN BOX BUREAU 


of the National Association of Wooden Box Manufacturers and of 


the National Lumber Manufacturers Association - Chicago, Illinois 
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No Disgruntled Customers 





*FIVEFOLD PROTECTION 
Good Wooden Boxes safeguard 


your merchandise against: 


1. Rough Handling in Transit 
2. Hidden Damage est a 
3. Pilferage 

4. Bad Weather 

5. Disgruntled Customers 





7 Wood ° Q 


(Packin ¢ y 








WOODEN BOX BUREAU 
111 West Washington St., Dept. 234 
Chicago, III. 
Gentlemen: 
We manufacture 


and are interested in learning more about 
the advantages of Fivefold Protection.* 


Name 


Company 





Street 


————— 
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action would have originated at point B, for carrier X could 
not have deadheaded the shipment to point C, in such case, 
without violating the law against transporting for others at 
less than the tariff rate. In your case, however, carrier X was 
hauling its own material to market and making a shipment in 
the usual way from point C to destination, but the shipment 
from point C to destination was only as shipping agent for the 
purchaser of the material. In our opinion, the shipment was 
local from point C to destination and the local rate therefrom 
is applicable. The proportional rate could not apply for the 
reason that the common carrier shipment did not originate be- 
yond point C, whereas the proportional rate is only a part of 
a through rate from some point beyond. 

This case is distinguishable from Briggs & Turivas case, 
112 I. C. C. 313, in that the Commission held in that case that 
the quotation “f. 0. b. M. C. tracks, Chicago” was merely a 
basis for computing the price of the material and there was 
nothing in the transaction to indicate that delivery by the 
vendor to the vendee should occur at Chicago nor that the mat- 
ter was not a through common carrier transaction. The ship- 
ment was not deadheaded to Chicago in that case. We are of 
the opinion, however, that the dissenting opinion in that case 
more nearly represents the law on the subject. See Valley & 
Siletz R. R. Co. vs. S. P., 53 I. C. C. 397; Rodman & Bush Pig 
Iron Co. vs. C. & P. Ry., 49 I. C. C. 338, and West Virginia Rail 
Co. va. P. C..C. & St. L., 59 1. C. C. 244. 

However, the features and elements missing in the Briggs & 
Turivas case on which the Commission apparently based its 
dismissal, were all present in Hyman-Michaels Co. vs. S. A. L. 
Ry., 152 I. C. C. 345, in which it treated a deadhead movement 
to the junction point, covered by deadhead billing, specifically 
sold delivered at such junction point as a shipment originating 
beyond the junction point, declining to apply the local rate 
beyond the junction point and holding that the proportional rate 
was applicable. Its decisions on the subject of company ma- 
terial seem to be in hopeless conflict. See our answer to “Ala- 
bama,” on page 252 of the July 27, 1929, Traffic World. 


Routing and Misrouting—Switch Delivery vs. Line Haul for 
Terminal Carrier 


Illinois.—Question: Will you be so kind as to quote an 
opinion on the following: 

A shipper routing a car to secure a desired delivery to an 
industry or warehouse at destination, routes with intention to 
afford destination carrier a line-haul movement, but leaves junc- 
tion out, not being sure of a reciprocal switching arrangement 
at destination. Assuming there is free switching, could origi- 
nating carrier be held for taking the entire haul, making switch 
movement? We assume that there is no terminal or reciprocal 
switching at same destination; would the shippers be responsi- 
ble for unnecessary switching charges at destination if the 
carrier took the entire haul under the routing, as stated, bearing 
in mind, no junction shown? 

Answer: Where only the name of the terminal carrier is 
shown in a bill of lading it is the duty of the initial carrier to 
forward the shipment via a route which will give the terminal 
carrier a line-haul movement. Fechheimer, Steel and Iron Co. 
va, P. BR. BH. Co., ot I. C. C.. 388. 

Under the principle of this decision there is no duty on 
the part of the initial carrier to handle the shipment to des- 
tination and turn it over to the terminal carrier designated by 
the shipper in the bill of lading for switch movement, in the 
event a cheaper rate applies via such route than via a route 
which affords the terminal carrier a line haul. 

If the initial carrier forwards a shipment under a bill of 
lading which merely names the terminal carrier, without the 
use of the terms “delivery,” “switch delivery” or words of simi- 
lar import in connection therewith, the initial carrier is liable 
for misroute in forwarding the shipment via other than the 
cheapest route affording the terminal carrier a line-haul move- 
ment. 


Tariff Interpretation—Application of Combination Rule to 
Classification Exception 


INinois—Question: Your issue of March 29, page 856, Tariff 
Interpretation—Application of Combination Rule to Classification 
Exception, in answer to an inquiry from Ohio. You state that 
Agent B. T. Jones’ I. C. C. No. U. S. No. 1 is not applicable in 
constructing combination rates in connection with Frisco I. C. C. 
No. 9130, and Exceptions to the Classification, item 1965, from 
St. Louis to Central Freight Association destinations. 

You have evidently overlooked the fact that the rule for 
constructing combination rates is embodied in item 1965 of 
Agent Jones’ Exceptions to the Classification and all subsequent 
reissues, including Agent Jones’ I. C. C. No. 2248, item 2355, 
which specifically provides that rates on plaster, calcined 
(stucco, plaster of paris), plaster wall or gypsum rock, ground 
(land plaster), are subject to the Rules for Constructing Com- 
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bination Rates as provided in Agent B. T. Jones’ Freight Tari 
No, 228, I. C. C. No. U. S. No. 1, applicable from East gt a 
Ill., and St. Louis, Mo., east bank Mississippi River uate 
named in note 2, page 16, on shipments originating west de 
west bank of the Mississippi River, as defined in note 49 “ 
55, to Central Freight Association; Canadian and Trunk te 
arbitrary territory. = 

Answer: In our answer to which you refer we stateq h 
rule which would, in our opinion, apply, in the absence of - 
cific published tariff provisions to the contrary, in so far me 
rating such as that covered by the decision in Boldt Paper Mil 
vs. Director-General, 62 I. C. C. 471, is concerned. Hower 
as you state, the exception sheet, in item 1965 of Agent Jon 
I. C. C. No. 2129, and item 2255 of I. C. C. 2248, contains a pr 
vision which states that the combination rule _publisheq i 
Agent Jones’ I. C. C. U. S. 1 will apply in connection with . 
rates published in those items. ; 


REDUCED TIME CHICAGO-CALIFORNIA 


Effective June 1, the running time of extra-fare trains Oper. 
ating between Chicago and California terminals will be reduce 
1 hour and 30 minutes; reductions in time eastbound of ;j 
minutes will go into effect the same day. Westbound limite 
all-Pullman trains will be reduced in running time one joy 
Decision to make the reductions was reached at a joint meeting 
at Chicago, April 11, of operating and traffic officials of the Santy 
Fe, Chicago & North Western, Rock Island, Union Pacific anj 
Southern Pacific. 

In addition to other reductions announced, schedule of tix 
Gold Coast Limited operating over the lines of the Chicago { 
North Western-Union Pacific-Southern Pacific will be cut fiftes: 
minutes, westbound, to Los Angeles, and a two-hour cut will 
made on the same train eastbound from San Francisco and; 
thirty-minute cut in the eastbound time from Los Angeles, 





WORLD RAILWAY CONGRESS 


The United States will participate in the meeting of th 
International Railway Congress Association to be held in Madrid, 
beginning May 5, it is announced. 

This is a permanent association, established to promote the 
progress and development of railroads, to which about forty 
governments adhere and contribute annually. The United State 
has been a member of the association since 1905 and contribute 
annually $800. The affairs of the association are regulated ty 
an international commission which it elects and by which th 
meetings of the Congress are organized and programs prepared. 
The Congress is held every five years. The last meeting ws 
at London in 1925. 

The following persons have been designated by President 
Hoover as delegates to represent the United States at this 
meeting: E. A. Simmons, chairman of the delegation, president, 
The Simmons-Boardman Publishing Company, New York City; 
James B. Strong, president, Ramapo Ajax Corporation, Ne 
York City; Walter F. Schleiter, president, Verona: Tool Works, 
Pittsburgh, Pa.; Charles H. Muchnic, consulting engineer, Ne 
York City; Bird M. Robinson, president, American Short Lite 
Railroad Association, Washington, D. C.; George R. Carr, chait 
man of the board, Locomotive Firebox Company, Chicago, Ill; 
Harold A. Smith, publisher Transportation, Los Angeles, Calif; 
Fred A. Poor, president, the P. & M. Combpany, Chicago, Ill; 
A. S. Mertz, vice-president, Standard Railway Equipment Cor 
pany, New York; and Walter J. Plogsted, General Railway Signal 
Company, New York City. 


FREE VOLUME FOR TRAFFIC MEN 


A volume containing “the interstate commerce act ant 
related statutes” is offered free of charge by the Transportatit! 
Law Institute, affiliated with the Blackstone Institute, Chicas 
to men interested in traffic and transportation who make! 
request for it on their letter-heads: The publication is volume 
17 of that company’s complete transportation law referent 
series, “Federal Regulation of Commerce,” and _ includes * 
provisions of the interstate commerce act, as that statute lis 
been amended and supplemented to date, with topical caption 
and sub-headings, together with citations to its statutory ret 
erence, legislative evolution, and interpretation and constrit 
tion. There is also a detailed alphabetical index appended, (* 
taining more than two thousand topical references. 


NUMBER RAIL EMPLOYES 
Class I railroads the middle of February had 1,544,971 “ 
ployes, a decrease of 3.82 per cent as compared with last c 
ruary and of 3.94 per cent as compared with February, hes 
according to statistics compiled by the Bureau of Statist! 
of the Commission. 
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Personal Notes 





Enoch C. Bagshaw, of Seattle, has been appointed super- 
vistor of transportation of the Department of Public Works of 
the state of Washington, succeeding James P. Neal. 

Charles W. Steiger, of Eldorado, Kan., has been appointed 
counsel of the Kansas commission, succeeding Walter F. Jones. 

G. A. Crueger has been appointed soliciting freight agent, 
Norfolk & Western, at New York, succeeding C. A. Beppler, Jr., 
resigned. R. O. Abell has been appointed soliciting freight 
agent at New York, succeeding Mr. Crueger. 

John L. Homer, assistant general passenger agent, Lacka- 
wanna Railroad, presided at a well attended meeting of the 
General Eastern Passenger Agents’ Association, of which he 
is president, at the Hotel McAlpin, New York, April 10. The 
meeting was designated “Pullman Luncheon,” in honor of visit- 
ing officials of that company. Addresses were made by P. T. 
Ryan, of the Pullman Company, and L. F. Vosburgh, vice-presi- 
dent, New York Central. 

W. C. McCoy, formerly acting agent of the Merchants’ and 
Miners’ Transportation Company, Philadelphia, has been ap- 
pointed general agent. 

Cc. P. Couch has been elected executive vice-president of the 
Louisiana & Arkansas and the Louisiana, Arkansas & Texas 
Railway, successor to the Louisiana Railway and Navigation 
Company of Texas. He will make his headquarters at Shreve- 
port. He is a brother of Harvey C. Couch, president of those 
lines. Since the latter part of 1927, he has been vice-president 
and general manager of the Southern Ice and Utilities Com- 
pany, with headquarters at Dallas. E. B. Hickman has been 
appointed general agent, Louisiana & Arkansas, at Shreveport. 

The Pennsylvania Railroad will be officially represented at 
the congress of the International Railway Association, which 
convenes in Madrid, Spain, May 5, by a group of six executive 
officers, headed by M. W. Clement, of Philadelphia, vice-president 
in charge of operation. The other members of the delegation, 
which will sail from New York April 25, will be George Le- 
Boutillier, New York, vice-president of the New York zone; 
A. J. Ball, Philadelphia, foreign freight traffic manager; F. W. 
Hankins, Philadelphia, chief of motive power; W. D. Wiggins, 
Pittsburgh, chief engineer, central region, and Porter Allen, 
Chicago, chief engineer of maintenance of way. 

J. E. Drummond has been appointed traveling freight agent, 
Missouri-Kansas-Texas, at Wichita Falls, Tex., succeeding C. F. 
Bryson, promoted. 

The Grand Trunk-Canadian National has opened a freight 
traffic office at Birmingham, Ala., with H. W. Seale, general 
agent, in charge. 





Doings of the Traffic Clubs 





The Cincinnati Traffic Club and the Miami Valley Traffic 
Club will be hosts at a dinner for the Associated Traffic Clubs 
of America at the Hotel Gibson April 24. There will be dancing 
and other entertainment. Entertainment for the ladies will be 
provided in the afternoon of April 24, with Mrs. R. C. Barnard as 
chairman of the ladies’ reception committee. 





The Traffic Club of the Rochester Chamber of Commerce 
was invited to attend a meeting of the chamber April 15, at 
which Harry Guilbert, director of the bureau of safety, Pullman 
Company, Chicago, spoke on “Handling Men.” 





The Traffic Club of Kansas City had as its speaker at its 
luncheon April 14 Harry E. Dodge, of Fall River, Mass., lecturer. 
The usual luncheon will be omitted April 21, in view of a “sub- 
scription dance” April 19 at the Athenaeum. The club will have 
its first golf tournament of the year at the St. Andrews Golf 
Club April 25. Arrangements for a series of tournaments are 
being made. 





A meeting of the bowlers of the Traffic Club of Chicago 
for election of officers and transaction of other business was 
held April 16. 





A meeting of the Bridgeport Traffic Association will be held 
at the Algonquin Club April 21. C. E. Corson, president of the 
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New England and Western Air Transportation Company. yy 
talk on practical operation of airplanes. sadliee. 





The weekly luncheon, April 15, of the Transportation Ch 
of Stt. Paul at the Union Depot dining room was designs. 
“entertainment meeting.” A musical program was presente Th 
club will enter a kitten ball team in the Civic Club again thi 
year. First practice game was played at Dunning Field April i: 





The Traffic Club of St. Louis held a luncheon at the Jeffer 
son Hotel April 14. Group insurance was discussed. The nop. 
inating committee has presented the following ticket, to bp 
voted on at the annual election April 29: President, Bawa, 
Clemens, traffic manager, Terminal Railroad Association: fry 
vice-president, T. M. Mulderig, traffic manager, Evans and Hor. 
ard Fire Brick Company; second vice-president, W. J. Siege, 
commercial agent, Central of Georgia; third vice-president, Aler 
M. Field, traffic manager, Wrought Iron Range Company; for 
vice-president, J. R. Hundley, division freight agent, Wabgs): 
fifth vice-president, R. R. Feickert, traffic manager, Lammer 
Furniture Company, and D. A. Noonan, traffic manager, Rice 
Stix Dry Goods Company; secretary, Sherman E. Wilson, traj 
manager, Chevrolet Motor-Fisher Body Company; treasurer, 
H. Killinger, purchasing agent and traffic manager, Lacloj 
Christy Clay Products Company; directors, George E. Goodwiy 
traffic manager, Liggett and Myers Tobacco Company; CE 
Clapp, assistant general freight agent, Pennsylvania; J, 7 
Gleason, assistant traffic manager, Quick Meal Stove Compan 
H. W. Koch, general agent, Minnesota & St. Louis Railrogj: 
C. F. Hallenbeck, district manager, Southwest Supply Company 
A. L. Bahler, commercial agent, D. L. & W.; Roy C. Litto 
traffic manager, National Enameling and Stamping Company: 
E. H. Saylor, commercial agent, Nickel Plate, and H. G. Maru. 
don, general traffic manager, Simmons Hardware Company. 





The Traffic Club of the University of Pennsylvania met # 
the Engineers’ Club evening of March 28 for informal discussion 
under the general heading: ‘Where I Touch the Traffic Worli’ 





A dinner dance will be given by the Motor City Traffic Clit 
of Detroit at the Fort Shelby Hotel April 21. Professiou 
entertainment will be provided. 





Effort is now being made to establish a new method i 
fixing the rates the railroads may charge for their services, by 
amendment of the transportation act, which provides a rk 
the Commission is instructed to follow when fixing or adjustix 
rates, said C. D. Morris, of the Western Railways’ Committe 
on Public Relations, speaking before the Traffic Club of Racix 
(Wis.) April 15. “In the making of rates at this time,” he said, 
“the Commission is presumed to take into consideration tk 
value of the railroads and to fix such rates as will enable then 
under honest, efficient and ecouomic management, to ear: 
fair retutrn on the value of their properties. This rule tk 
Commission seems unwilling to follow unless it be permitted 
to fix valuations according to its own will.” 





A meeting of the Women’s Traffic Club of San Francis 
was held April 15 at the Women’s City Club of San Francist 
Dr. James W. Fifield, traveler and author, was the speaktt 
Through the courtesy of the American-Hawaiian Steamsii) 
Company, a two-reel moving picture, “Duty to Cargo,” showit 
in details steps in handling general cargo in the intercoas# 
trade was shown. Esther Whited, vice-president, Overlatt 
— Transfer Company, officiated in the absence of Card” 
Weber. 





R. B. White, president of the Central of New Jersey, 
the principal speaker at the annual meeting of the Transpo" § 
tion Club of Decatur April 17. A number of prominent rail 
men were guests. 





“Business as a Profession” was the subject of the print 
speaker, Dr. A. M. Nielsen, professor of economics, School & 
Commerce, New York University, at a forum meeting of th 
Traffic Club of New York in its club rooms April 16. Dr. Biv? 
S. Barney, vice-president of the club, presided. Dinner _ 
served. A “Kiddies’ Easter Party” will be given at the 
Central roof garden in the afternoon, April 19. 





The Twin City Women’s Traffic Club will hold 4 lunches 
at the Nicollet Hotel, Minneapolis, May 1. Entertainment 
be provided. 





A film, “Voyaging in the Golden Caribbean,” was short 
a noon meeting of the Traffic Club of Minneapolis Ap ig 
through the courtesy of the United Fruit Company. 
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dinner will be given at the Nicollet Hotel April 30. The mem- 
bers and their ladies have been invited to the ninth annual 
banquet of the Minneapolis Passenger Traffic Club at the Nicol- 
let April 24. 


The application of the Traffic Club of the Brooklyn Cham- 
ber of Commerce for membership in the Associated Traffic Clubs 
of America has been approved by the board of directors of the 
later. The following delegates have been appointed by the club 
to attend the annual meeting of the national organization at 
Cincinnati: Louis Harber, president of the club and traffic 
manager, U. S. Lithographing and Printing Company; Frank 
Bilek, chairman of the club’s board and traffic manager, Chelsea 
Fibre Mills; J. W. Mullen, assistant general freight agent, Uni- 
versal Carloading and Distributing Company; R. E. Smith, assist- 
ant general freight agent, National Freight Company, and E. A. 
Ferguson, district freight agent, B. & O. 


The next meeting of the Traffic Club of St. Joseph will be 
held May 20. At that time the club will be host to the Rock 
Island Lines. A golf tournament will be held in the afternoon. 


An “international program” was the feature of a dinner 
meeting of the Sabine District Traffic Club at the Vaughan Hotel, 
Port Arthur, Tex., April 14. There was an attendance of 150, 
including a number of visitors. R. L. Drake, superintendent 
of the case and package plant of the Texas Company, described 
experiences had while making a trip around the world in the 
interest of his company. An elaborate program of entertain- 
ment was presented. H. C. Davis, Commission examiner, was 
a guest of the club. 

“A mock trial before the Interstate Commerce Commission” 
will be held at a meeting of the Traffic Study Club of the Traffic 
Club of Atlanta May 14. Attendance at the last meeting, April 
9, was the largest in the club’s history. There were approxi- 
mately 200 present. 





C. E. Hodskin, western freight agent, M. & O., has been 
appointed to represent the Traffic Club of Denver at the annual 
meeting of the Associated Traffic Clubs of America at Cin- 
cinnati. The next meeting of the club will be held at the Daniels 
and Fisher Tea Room April 21. A ‘varied and interesting” 
program is promised. 


The Transportation Club of Springfield has appointed H. A. 
Ramsey, traveling freight agent, Illinois Central, and L. F. Root, 
division freight agent, B. & O., delegates to the meeting of the 
Associated Traffic Clubs of America at Cincinnati. M. G. Clark, 
division freight agent, Wabash; C. A. Hunt, assistant general 
freight agent, C. & I. M., and E. H. Yarke, district freight agent, 
C. & A., have been appointed alternates. The delegates and 
eo ay as well as A. L. Peterson, president of the club, will 
all attend. 


“Ladies’ Night” will be observed by the Transportation Club 
of Evansville at the Vendome Hotel April 23. Dinner will be 
served and there will be dancing and a program of entertainment. 





The Lansing Traffic Club will hold its monthly meeting at 
the Union Building, Michigan State College, East Lansing, Mich., 
April 23. Professor Lewis Richards, pianist and harpsichord 
player and a friend of President Hoover, will tell of experiences 
with the President at the time of the war. 





VOLUME OF FREIGHT 


The volume of freight traffic handled by the Class I rail- 
roads of this country in February this year amounted to 
34,340,775,000 net ton miles, according to reports received from 
the railroads by the Bureau of Railway Economics. 

Compared with February, 1929, this was a reduction of 
3,798,996,000 net ton miles, or ten per cent, and a reduction of 
1,382,063,000 net ton miles or 3.9 per cent under February, 1928. 

In the Eastern district, the volume of freight traffic han- 
dled in February this year was a reduction of 9.6 per cent com- 
pared with the same month in 1929, while the Southern district 
reported a reduction of 10.6 per cent. In the Western district 
there was a reduction of 10.3 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in the first two months of 1930 amounted to 71,062,160,000 
net ton miles, a reduction of 6,287,247,000 net ton miles or 8.1 
per cent under the corresponding period in 1929 and a reduction 
of 949,472,000 net ton miles or 1.3 per cent under the correspond- 
ing period in 1928. 

Railroads in the Eastern district for the two months’ period 
in 1930 reported a decrease of seven per cent in the volume of 
freight traffic handled, compared with the same period in 1929, 
while the Southern district reported.a decrease of 8.7 per cent. 
The Western district reported a decrease of 9.5 per cent. 
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Digest of New Complaints 


ain in aia nla aia 


No. 


No. 


No. 


No. 


No. 


No. 


. 23279. Sub. No. 1. 


. 23280. The Kendall Co., Walpole, Mass., vs. A. C 


. 23287. Federated Metals Corporation, New York, N. Y., 


. 23287. Sub. No. 1. 
. 23288. 


. 23289. E. 


. 23296. M. J. Nolan Co. (address not given), vs. C. G. W. 


23093. Sub. 
Fe et al. 
Unreasonable rates, petroleum, points in Oklahoma, Kansas a»; 
Missouri to points in Nebraska. Ask rates for future and Tepan. 
tion. a. 


No. 2. E. B. Lamore et al., Oxford, Neb., ys Sant: 


Trautman & Squeri et al., Cincinnati, 9 , 
Santa Fe et al. dic 3 
Rates and charges in violation sections 1, 3 and 4 of act cab 
and potatoes, Texas points to Cincinnati, O., compared with 
to Chicago and Peoria, Ill., Paducah, Ky., Tamms and Ras 
Louis, Ill., and St. Louis, Mo. Ask cease and desist order 
reparation. 
23279. Sub. No. 2. Glas Bloom Co. et al., Cincinnati, O., ys Ash 
erton & Gulf et al. iia: 
Rates and charges in violation sections 1, 3 and 4 of act, onions 
Texas points to Cincinnati, O., Louisville, Henderson and 'Lexing 
ton, Ky., and Evansville, Ind., compared with rates to Chicag: 
and Peoria, Ill., Paducah, Ky., Tamms and East St. Louis, ]j 
and St. Louis, Mo. Ask cease and desist order and reparatop ‘ 
oS 
Rates in violation sections 1, 3 and 4 of act, unfinished ‘catin 
fabrics, in the original piece, points in the Carolinas to Slater. 
ville, R. IL, and Walpole, Mass., as compared with rates frop 
points in Georgia and South Carolina to points in Connectiq; 
Massachusetts and Rhode Island. Asks rates for future and mr. 
aration. : 
23281. The Washington Building Lime Co., Baltimore, Md, \ 
B. & O. et al. ee: 
Unreasonable rates, lime, Engle, W. Va., to points in Virginiz 
Asks reparation. 


bage 
Tates 
t & 


and 


. 23282. Hausman Steel Co., Toledo, O., vs. Pennsylvania. 


Unreasonable charges, iron or steel concrete forms—contractor 


outfit, Atlanta, Ga., to Toledo, O. Asks rates for future ani 
reparation. 
. 23283. Northern Packing Co., Grand Forks, N. D., vs. G. N. etal 


Seeks reparation on car frozen meat, Chicago, IIl., to Grand 
Forks, N. D. 


. 23284. O. Swanston & Son, Sacramento, Calif., vs. S. P. et al, 


Unreasonable rates, hogs, to Swanston, Calif., from points identi. 
fied in H. G. Toll’s I. C. C. 1223 as taking Group “F,” Group “/ 
and Group “G’’ rates. Asks rates for future and reparation. 


. 23285. Ichabod T. Williams & Sons, New York City, vs. B. &0 


et al. 

Rates in violation sections 1 and 4 of act, mahogany lumber, 
New Orleans, La., to Detroit, Mich., reconsigned to Montreal, Qu 
Asks cease and desist order and reparation. 


. 23286. Old Ben Coal Corporation, Chicago, IIl., vs. K. C. §S. eta 


bituminous coal, Heavener 
Asks rates for future ani 


Unreasonable rates and charges, 
Okla., to Minnesota Transfer, Minn. 
reparation. 
vs, Penn- 
sylvania et al. 

Rate in violation sections 1 and 4 of act, zinc residues, Ne 
Orleans, La., to Trenton, N. J. Asks rates for future and repar- 
tion. 

Same vs. Same et al. 

Same complaint and prayer, Canton, Ga., to Trenton, N. J. 
Federated Metals Corporation, New York, N. Y., vs. Frise 
et al. 

Rate in violation sections 1, 4 and 6 of act, scrap copper, (i: 
linwood, Tenn., to St. Louis, Mo. Asks rate for future and repar 
tion. 


~ F. Craven Co. et al., Greensboro, N. C., vs. A. &F 
et al. 

Rates in violation sections 1, 3, 4 and 6 of act, machinery and 
machines, Aurora, Peoria and Springfield, Ill., Indianapolis, Ind 
Cedar Rapids, Ia., Minneapolis, Minn., Cleveland, O., and Mi: 
waukee and West Allis, Wis., to Greensboro, Salisbury and Spence: 
N. C. Salisbury preferred. Ask rates for future and reparatio 


. 23290. Carolina Shippers’ Association, Inc., Wilson, N. C., 


N. S. et al. a 
Unreasonable rates and charges, Irish potatoes, Bayboro, N, vs 
to Tampa, Fla., Savannah, Ga., and from New Bern, N. ©. ! 
Tampa, Fla. Asks reparation. 
23291. Youngstown Sheet & Tube Co., Youngstown, O., vs. B.é 
O. et al. , 
Rates in violation sections 1, 3 and 6 of act, wrought steel pint. 
Youngstown, O., to Belle Fourche, Black Hawk, Piedmont, Rapit 
City, Sturgis, Tilford and Whitewood, S. D., compared with rt 
to points in Colorado, Utah, Montana and Pacific coast state 
Asks cease and desist order and reparation. 


. 23292. Columbus Brick Co., Columbus, Miss., vs. Alabama Centr 


et_al. 
Unreasonabie rates and charges, coal, Alabama mines {0 ‘” 
lumbus, Miss. Asks rates for future and reparation. 


. 23293. Union Sanitary Works of the N. O. Nelson Manufacturing 


Co., Noblesville, Ind., vs. C. & A. et al. de 

Rates and charges in violation sections 1, 3 and 4 of act, pe 
fuel oil, Roxana, Ill., to Noblesville, Ind., as compared with mlé 
from Texas-Oklahoma oil fields. Asks rates for future and 
aration. 


. 23294. The Texas & Pacific Railway Co., Dallas, Tex., VS. Santa 


Fe et al. ce 
Unlawful division, cement, Harrys and Eagle Ford, Tex., t0 des 
tinations in Oklahoma. Asks cease and desist order, reasona: 
and non-prejudicial divisions. 
23295. Atlas Tack Corporation of Fairhaven, Mass., et 
Haven et al. : iron 
Rates and charges in violation first three sections of ach 
and steel tacks, Fairhaven and Brockton, Mass., to New icles 
City, as compared with rates on nails and other smal! iron arth’ 
Ask cease and desist order and reparation: 


al. vs. Ne* 


‘ ints. 

Charges in violation section 6 of act, asphalt pavin je 

Clearing, Ill., to Langdon, Minn. Asks reparation. Fe et 4 

23297. The Western Star Mill Co., Salina, Kan., vs. Santa * hed! 

Rates and charges in violation sections 1 and 4 of ~~ and 

originating on Spearman branch of Panhandle & Santa ae 
Oklahoma points on Santa Fe to Salina, Kan., milled an 





Sas anj 
Tepara. 


, 0., Vs 


Cabba a 
th rate 


, Onions, 
Lexie. 


tractors 
ire and 


N. et al 
) Grand 
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Ship by Water 
WILLIAMS LINE 


BALTIMORE 4x» NORFOLK 


FAST DIRECT SERVICE 
TO 
San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 


BALTIMORE | NORFOLK 


May 1 
May . 12 
May 21 May 23 
June 1 June 3 


LEER enn ee eee cern emer Apr. 29 
May 10 


June 12 June 14 


Beer e eer ert eres esseseseseees 


Thru bills of lading issued to all other Pacific 





Profits in the 


Shipping Room! 


Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 


Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 


Signode Steel Strapping Co. 


2613 N. Western Ave., Chicago, III. 


SIGNODE 


dhe Sealed Steel Strapping; 


We alse manufacture reund wire tensienal reinfercements, wir 
strapping, pall clasps. 
tag fasteners, etc. Write for genera) cataleg 


Coast Ports, Hawaii and the Far East 


Fer rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 10398-9 


———, —_ PITTSBURGH, PA. NORFOLK, VA. 
39 So Oliver Bldg. Law Bidg. 
Phone: PLAZA 1317 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 


est. 
_ & ay gt &. tying machines, all forms ef nailed 


And at our Branch Offices at ports of call, etc. Gatch nail, 








Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly Services: New York (Ward Line) 
ew Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


For complete information, communicate with 


“ Fis13 Pope Building 7 1198 Ry E Exch bide Bis Paks ihe’ Electric Bldg. 
enn Building ig. ‘aci ectric 4 
Through bills of lading issued by New York City t. Louis, M Los Angeles, Calif 


steamship lines to all destinations F 4a1 Nccodtiock Bide Morn . ‘Berk ‘BI ee re 
on the National Railways of Mexico any tg New Ori Chicago, Ill. " 


San Francisco, Cali ew Orleans, La 
i ae 
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Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ and TAMPICO 


Through Bills of Lading to all points on the Mexican 
Railway or National Railways of Mexico 


Regular Service from New York to PROGRESO and PUERTO MEXICO 


WARDELINE 


New York and Cuba Mail S. S. Co. 










Pier 13, East River 
Foot of Wall Street 
New York City 














ALWAYS 
AT YOUR 
SERVICE 


Not only in taking admirable care of your 
shipments to and from the Orient, but also 
in placing at your disposal a thoroughly 
trained traffic department to cooperate with 
you in solving traffic problems. Any of our 
agents in 22 countries will gladly advise 
with you. 


















In meeting and coping with modern compe- 
tition consider the advantage of shipping your 
cargo via American Mai] Line. This regular, 
dependable service is available at no greater 
cost. No shipment too large—none too small 
to receive every consideration. “President Lin- 
ers” are always on time. There’s a sailing 
from Seattle over the short route every other 
Saturday at 11 a. m.: arrivals at Seattle every 

other Saturday at 8 a. m. 


Also express “Cargo Liners” with frequent sail- 
ings to serve you between Puget Seund and 
the Orient. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
























W.G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bidg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 







L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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shipped out as flour to points in Virginia, West Virginia an 
Kentucky. Asks rates for future and reparation. ang 
~— Miller Mfg. Co., Richmond, Va., vs. Atlantic City R, p 
et al. » & 
Unreasonable rates and charges, minimum weights and practi 
boxes, —— wooden bottle carriers, window frames, and bute’ 
material chmond, Va., to various points. Asks relief for hy 
ture and reparation. fu. 
. 23299. Baker Produce Corporation et al., Norfolk, Va., yg Balt 
more & Eastern et al. wv 
Unreasonable rates, strawberries, points in Virginia, Marylang 
and Delaware to points in Pennsylvania, New Jersey, New Yon 
Rhode Island, Massachusetts, Maine, New Hampshire ang othe 
states north and east. Ask rates for future and reparation. ~~ 
wnt a Northwest Paper Co., Cloquet, Minn., vs. B, gs Lé 
- Ot al. ie 
Rates in violation first three sections of act, crude guiphy 
Hoskins, Tex., to Cloquet, Minn., as compared with rates to Dai " 
mill points in northern and western Wisconsin and northern Mine 
sota. Asks rates for future and reparation. ne 
23301. Lansing Stamping Co., Lansing, Mich., vs. C. & 0. «; 
Unreasonable charges, black sheet iron shearings, Ashland ky 
to Lansing, Mich. Asks rates for future and reparation. es 
23302. Standard Packing Co. et al., Los Angeles, Calif., vs, Upip, 
Pacific et al. ; 
Unreasonable rates, hogs and sheep, points in Utah, Idaho, Mo. 
tana and Wyoming to Los Angeles, Calif. Ask rates for fyty 
and reparation of $50,000. 7m 
| a Peel Carlson & Sons (address not given) vs. C, st, p 
Demurrage charges in violation section 6 of act on shipment 
(commodity not given) to Mondovi, Wis. Asks reparation, 
No. 23304. Sam Rosenthal, New York, N. Y., et al. vs. A. B. & A. ety 
Rates and charges in violation first four sections of act, wate. 
melons, points in Georgia, Carolinas and Florida to New Yor; 
N. Y., as compared with rates to New Jersey and Long Islay 





No. 




















points. Ask rates for future and reparation. 
No. 23305. Georgia Southern Freight Bureau for Croom Bros., Gordo; 
AM, Te. A. ©. is Ot ai. 

Rates in violation sections 1 and 3 of act, brick, Gordon, Ak 
to points in Florida as compared with rates to Drifton, Fla. js 
rates for future and reparation. 

No. 23306. Alcoa Ore Co. et al., East St. Louis, IIll., vs. B. & O. eg 

Rates in violation sections 1 and 2 of act, bauxite ore, East & 
Louis to Philadelphia, Pa., South Wilmington, Mass., and Water. 
bury, Conn. Asks reparation. 

No. 23307. Grovier-Starr Produce Co. et al., Hutchinson, Kan., 





A. & L. M. et al. 

Rates and charges in violation sections 1 and 4 of act, banana 
and cocoanuts, Gulf ports and Texas border points to points j 
Kansas, Colorado, Texas and Oklahoma. Ask rates for future ani 
reparation. 

. 23308. Peterson Art Furniture Co. (no address given) vs. C.G.W 

Charges in violation section 6 of act, mixed furniture, Watervilk 
Minn., to New York. Asks reparation. 

. 23309. Foley Bros., Inc., Wilmington, Del., vs. S. A. L. et al. 

Rates and charges in violation section 6 of act, machinery (drag. 
line), Miami, Fla., to Leonia, N. J. Asks cease and desist order 
and reparation. 

. 23310. Amos Lumber Co., Edinburg, Ind., vs. B. & O. et al. 

Rate in violation sections 1 and 6 of act, saw-logs, West Virgini: 
points to Edinburg, Ind. Asks reparation. 

: _— Pillsbury Flour Mills Co., Minneapolis, Minn., vs. A. C. &! 
et al. 

Rates and charges in violation sections 1, 2, 3 and 6 of act, grain 
—— into Minneapolis and products shipped out. Asks cea 
and desist order and reparation. 

. 23312. Southern Material & Construction Co. et al., Little Roc 
Ark., vs. F. E. C. et al. 

Unreasonable rates and charges, second hand contractors’ equi: 
ment, points in Florida to points in Arkansas. Asks reparation. 
23313. Traffic Association of the South Atlantic Ports et al., Jack 
sonville, Fla., vs. A. & R. et al. ‘ 

Unreasonable rates and charges, coal, points in Virginia, We: 
Virginia, Tennessee, Alabama and Kentucky to south Atlanti 
ports as compared with rates to Norfolk, Va., Atlanta, Ga., Met 
phis and Nashville, Tenn., and other points. Asks rates for futur 


23314. Corporation Commission of North Carolina, Raleigh, N.C 
vs. A. & R. et al. . 
_Rates_in violation sections 1 and 3, coal, mines in West Vit. 
ginia, Virginia, Kentucky, Tennessee and Alabama, to points !! 
North Carolina as compared with rates from said mines and Ai 
bama mines to points in southern classification territory outsit 
North Carolina. Asks rates for future. 

: wy the Procter & Gamble Co. et al., Cincinnati, O., vs. A é& 
Ss. et al. 

Unreasonable rates, inedible tallow and greases, to Kansas Cit) 
Kan.-Mo., St. Louis, Mo., Ivorydale and St. Bernard, 0. from 
points in the Dakotas, Nebraska, Colorado, Kansas, Missou!! 
Iowa, Minnesota, Wisconsin, Michigan, Illinois, Indiana and Ohi 
Ask rates for future and reparation. 
23316. Riverside Cement Co., Los Angeles, Calif., vs. L. A. & 8.1 

Unjust, unreasonable and unduly prejudicial rates on portland 
cement, from Oro Grande and Crestmore, Calif., to destination 
= Se and Utah. Asks for reasonable and properly relate 
rates. 

23317. Jackson Traffic Bureau for Lawrence Construction © 
Jackson, Miss., vs. L. & N. et al. 

Unreasonable and unlawful rates on second hand contractors ' 
=— from, Warren, Ark., to Arlington, Tenn. Asks for repal 
ion. . 
. 23318. Auburn Mills et al., Auburn, Ky., and other points VS . 
& A. et al. e 

Unreasonable rates in violation of sections 1 and 4 of a 
grele and products, and poultry feeds, from points .. b.. a ( 
} € ; 


































No. 


No. 


No. 


issouri to Elizabethtown and other points in 1 
Gallatin, Tenn. Ask for reasonable rates and reparation. Neb 
23319. Hartman Furniture and Carpet Co. et al., Omaha, *" 
vs. B. & O. R. R. et.al. , ivert 

Unreasonable rates and minimum weight on radio receiv rs 
from points in Pennsylvania, New Jersey, Indiana and es 
Omaha, Neb. Ask for reasonable rates, minimum weight ™ 
reparation. " | 
No. 23321. Oscar Mayer & Co., Chicago, Ill., vs. Santa Fe et 4 Wi 

Unreasonable rates on dried salted meats, from Madison, "" 

to points in Texas. Asks for reparation. i CL 
No. wo Byron Sash & Door Co. et al., Louisville, Ky., V5. A. © 

e E nd 

Unjust, unreasonable, and unjustly discriminatory rates 


No. 








No. 15 BBP April pepe oneeenrenesiaoamnstamemesenpeeetay The Traffic World inn ths a 
inia ang 1 
ek U I 

lor E PRESS 

Or fy. e Consolig 

™ atio . ” . . 

ee en Mio The Consolidation Equation 

8 Lg a ..* 

ublic In — 

tub os Consolidations ¥ ? 
n Minne as 
* Public Interest 
— AN ENGINEER’S ANALYSIS OF THE RAILROAD 

10, Mon. 
tat CONSOLIDATION PROBLEM 
ad This current subject is now receiving the attention of 
. executives, bankers, legislators, security owners, shippers 
water and the public in general. In a new publication “The 
g Isla Consolidation Equation” are presented new indeas and 
Gorda conclusions that have never before been assembled. 

Tir Can weak railroads be made strong by consolidation? 

O. eta Will consolidation reduce the mortality of railroads? 

mae Will consolidation ultimately mean government ownership? 

Hae Will the public benefit by consolidation? 

sacaal These and many other phases of the complex problem of railroad consolidation have been analyzed by the 
ints author, Herman W. Ordeman, in a clear and concise manner. 100 pages. Size 8xll inches. Durable paper 
sean cover. Price, $2.00 

C.G.W 

atervilk, TRAFFIC PUBLISHING COMPANY, INC., 150 Lafayette Street, New York, N. Y. 
y “a 

ist ord 

al. 

Virginia 

C. &} 

fe There are miles of fine industrial 
le Bo sites in and near ““T he Workshop 
‘ of America’’—on the line of the 
1 C.S.S8.&S. B. 

Atlant 

.» Mem: 

ey Here industries find those features that — . 
iene make industrial sites desirable—convenient - ./ 
ot markets and raw material supplies, reason- 
outs ably priced property, ample power, ample 
Ab labor supply and attractive homesites. 

as Cit 

im Markets and raw material sources are con- 
“i venient by way of the South Shore Line 
porta and its connections, to the East with the 


N. ¥.C.,M. C., C. L. & b., Nickel Plate 

and Wabash; to the South with the Monon 
and |. C.; to the West by way of Chicago's 

belt lines with important western lines. 


ion C 


tractors 
repara 


s VS. C. 


act, 


= CHICAGO SOUTH SHORE & SOUTH BENDR. R. 





cana Traffic Department 

“a 72 W. Adams St., Chicago South Bend, Indiana | 
: Wis Phone State 0517 Michigan Street at LaSalle} 
A C.L Phone 2-5764 


res a! 
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SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dallas 


American Business—2,000 
national and sectional concerns 
intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 
1531 Chamber of Commerce Blidg., Dallas 


DENVER, COLORADO 


FIREPROOF WAREHO 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents, Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage—Forwarding—Distribution—Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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weights also in violation of the fourth section, on lumber 
work and house trim, from Louisville, Ky., to points jn’ 
Carolina. Ask for reasonable rates, weights and reparation 
. 23323. Hudson Veneer Co., Lenoir, N. C., vs. Southern et al 

Unreasonable and unduly prejudicial rates on gum and 5 
logs, from points in South Carolina to Lenoir, N. ¢, Ashen 
reparation. S for 
. 23324. Public Utilities Commission of the state of Idaho, Box 
Ida., vs. O. S. L. et al. > See, 

Unreasonable and unduly discriminatory rates, on brick 
other clay products, from Troy and Moscow, Idaho, to destinatn 
in southern Idaho. Asks for reasonable and non-discriminatre 
rates. se 
. 23325. White 
Santa Fe et al. 

Unreasonable rates on petroleum and its products, includi 
lubricating oils and greases, flom Augusta, Kans., North Ft. Wort 
Tex., and Topeka, Kans., and other points in Oklahoma, Kansac 
Missouri and north Texas to destinations in South Dakota Ask, 
for reparation. . 
. 23326. C. F. Schobert & Co, et al., Kansas City, Mo., vs, 4 7 
& &. FF. et al. si igs 

Unjust, unreasonable and unduly prejudicial rates on Peanut 
from points in Virginia and the Carolinas to Kansas City Me 
Ask for reasonable rates and reparation. — 
. 23327. City of Boston and Boston Port Authority, Boston, Mas¢ 
va. N. ¥. C. et al, 

Alleges that failure of carriers serving Boston to assume apni 
bear the cost and expense of lighterage, car floatage and trucking 
service and refraining from performing such accessorial Service 
at Boston while performing or assuming the cost of such servic 
at New York, Philadelphia and Baltimore, results in undue pref. 
ence for North Atlantic ports other than Boston and unéy 
prejudice to Boston. Asks the Commission to require reasonabje 
and just rates, the separation of the line haul, and _ termina) 
charges, and the establishment of just, reasonable and lawfy! 
differentials in rates to and from Boston. 1 
. 23329. Butte Fruit & Produce Co., Inc., Butte, Mont., vs, N, p 

Rates on apples and pears, from Kennewick, Wash., to Butte 
Mont., in violation of sections 1, 4 and 6 of act. Asks for rea. 
sonable rates and reparation. 

. 23330. The Galion Iron Works & Manufacturing Co., Galion, 6 
va. A. C. Ta et al. 

Illegal charges on road making machinery, from Galion, 0,, tp 
points in Florida including Orlando and West Palm Beach, ani 
from points in Florida to Galion. Ask reparation. 

. 23331. Chevrolet Motor Co. of St. Louis, Mo., vs. I. C. et al. 

Unreasonable rates on automobiles, from St. Louis, Mo., to 
various points in Idaho and Utah. Asks for reasonable rates and 
reparation. 


Eagle Oil & Refining Co., Kansas City, Mo.. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Frank Gilmer Browder, Atlanta, Ga.; John Pour 
nelle Weisiger, Atlanta, Ga.; John T. Money, Washington, D. C:; 
George W. Aubrey, Allentown, Pa.;: William F. Black, Jr., Mont 
gomery, Ala.; Walter Joseph Conaty, Richmond, Va.; Henry § 
Drinker, Jr., Philadelphia, Pa.; Harry J. Dunbaugh, Chicago, Ill; 
Joseph W. Elliott, Chicago, Ill.; Nathan D. Ely, Washington, 
D. C.; E. M. Frew, Jefferson City, Mo.; James W. Geornor, Cit 
cinnati, Ohio; Jacob N. Halper, Washington, D. C.; Floyd W. 
Howard, Virginia Highlands, Va.; Joseph W. Jackson, New York, 
N. Y.; J. Allen Jobes, Philadelphia, Pa.; Russell W. Kranty 
Easton, Pa.; Victor A. Lamark, Pittsburgh, Pa.; J. Donald Lav 
son, Pittsburgh, Pa.; Lionel K. Legge, Charleston, S. C.; ¢.H. 
Meyer, Louisville, Ky.; Edward C. Snyder, Chicago, IIl.; Irvine 
H. Ware, Washington, D. C.; Marcial P. Lichauco, Manila, Phil 
ippine Islands; Justin H. McCarthy, Chicago, IIl. 


Docket of the Commission 


NOTE—Items In the Docket marked with an asterisk (*) are nm 
having been added since the last issue of The Traffic World. Caneel 
lations and postponements announced too late to show the change 
this Docket will be noted elsewhere. 


April 21—Phoenix, Ariz.—_Commissioner Eastman and Examiners Mui 

len and Matson: ' 

17000 (Part 12)—Rate structure investigation, non-ferrous meta 
. (further hearing). 


April 21—Indianapolis, Ind.—Examiner Harraman: 
23027—Republic Creosoting Co. vs. Camas Prairie R. R. et al. 


April 2i—Argument at Washington, D. C.: g: 
— _ 1 and 2)—Big Stone Canning Co. vs. C. M. &* 

. Ry. et al. 
21877 (and Sub. 1 to 7, incl.)—Sheffield Elevator Co. vs. P. M. ® 


et al. 1 
21788—Arthur Bernier, doing business as E. Bernier & Son et a. 
vs. C. & E. L Ry. et al. 
April 21—Grand Junction, Colo.—Examiner Witters: Lv 
22562—Chamber of Commerce of Grand Junction, Colo., Inc., et 4 
A. & R. R. R. et al. 


April 22—Washington, D. C.—Assistant Director Burnside: ndet 
Finance No. 6309—Claim of New York & Pennsylvania Ry. wu 
Section 204 of Transportation Act, 1920. 
April 22—Argument at Washington, D. C.: 
21670—Hannaford Bros. Co. et al. vs. A. C. L. R. R. et al. 
21842—-State of Connecticut vs. Pa. R. R. et al. 
21847—Hill Lumber Co. et al. vs. D. & H. Co. et al. 


April 23—Washington, D. C.—Examiner Hendon: (tut: 
Finance No. 3802—In re excess income of the L. & H. R. BY: 
ther hearing). 
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H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


PHILCADE BUILDING 
TULSA, OKLAHOMA 





Jos. C. COLQUITT 
ATTORNEY AT LAW 


Freight Classification Matters 
Interstate Commerce and 
Departmental Practice 


810 Eighteenth St., WASHINGTON, D. C. 





Frank A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


Nineteenth Fleer, Santa Fe Bidg., Dallas, Texas 





WARREN H. WAGNER 
ATTORNEY AT LAW 
Investment Building, Washington, D. C. 
Fermerly Assistant Chief Examiner 
Interstate Commerce Commission 


BRAINERD W. LA TOURETTE 
ATTORNEY AT LAW 


Specializing in practice before Interstate 
Commerce and State Commissions 


PRACTICE IN ALL COURTS 
PAUL BROWN BLDG. 










HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Censolidatiens and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 













TRUCKING 


EST. 1857 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL ST.—TEL. STATE 3694 


CHICAGO 





2000 Carload 
Capacity 


CHICAGO, ILL. 





Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE ano 
POOL CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


KANSAS CITY, MO. 





The Traffic World 


ee 
RECTORY OF ATTORNEYS AT LAW PRACTICING 


EDWARD A. HAID 


Especial attention te rate and railroad 
matters generally. 
1704-6 Boatmen’s Bank Bldg. 
St. Louis, Mo. 


THOMAS M. WOODWARD 
ATTORNEY AT LAW 

Formerly Attorney for the Director General 

of Railroads.and Attorney and Examiner 

for the Interstate Commerce Commission. 


Transportation Building, WASHINGTON, D.C. 


Meultrie Hitt Ben B. Cain, Jr. 
Clarence A. Miller G. Kibby Munsen 


HITT, MILLER, CAIN & MUNSON 


Attorneys at Law 


Interstate Cemmerce and Federal 
Tax Matters a Specialty 


Union Trust Building WASHINGTON, D. C. 


J. K. MOORE 
ATTORNEY-AT-LAW 


502-8 Petroleum Building 


Oklahoma City, Okla. 
Specializing in Rate Fe Other Transportation 
ases 


ATTORNEY AT LAW 


Especial attentien to matters befere Inter- 
state Cemmerce and Federal Trade Cemmis- 
siens, rates, price fixing and _ valuatien. 


PRACTICE IN ALL COURTS 


DIRECTORY OF TRAFFIC MANAGERS, 
AND COMMERCE EXPERTS AND 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transpertatien Matters 
Interstate Cemmerce and State Commission Cases 
E. W. HOLLINGSWORTH 
Cemmerce Atterney 
1006 Fifth Street, Sacramente, Calif. 

319 Feurteenth Street 369 Pine Street 

Oakland, Calif. San Francisce, Calif. 












LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing 





PAGE 1079 







BEFORE THE INTERSTATE COMMERCE COMMISSION 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 
—aAND— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 


—IN— 
INTERSTATE COMMERCE CLAIMS 
—AND— 
FEDERAL eas 
1540 BUILDERS’ BUILDIN CHICAGO, ILL. 


You can reach Traffic World 
readers each week 


Through the use of an advertise- 
ment this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


MANGHUM, MANGHUM & SHANDS 


COMMERCE ATTORNEYS 
Transpertation Building, Washingten, D. GC. 
State-Planters Building, Richmend, Va. 
Masen Manghum, fermerly with Interstate Com- 

Cemmissien and Virginia Commissien. 


merce 
H. E. Mangh ferm Counsel, 


United States 


JOHN ANDREW RONAN 
LAWYER AND 
COMMERCE ATTORNEY 


11 South La Salle Street, Chicago, IIl. 
Telephene Randelph 0844 





Shipping Beard. 








THOMAS L. PHILIPS |GEORGE H. PARKER 


ATTORNEY AT LAW 
TRANSPORTATION ANALYST 
Union Trust Bldg. Washington, D. C. 
Formerly Assistant to Director General of Rail- 


ST. LOUIS, MO. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. | roads, and Comptroller United States R. R. Adm. 








TRAFFIC 
SPECIALISTS 


T. D. GEQOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal 
Commissions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. @. 












All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 


15 E. 26th St., New York 





Pea Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
asc Ins. Rate 


1709 East Cary Street 
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We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery .... 


360-354 West Erie Street 


Jarke 


WAREHOUSES 


LW No tagan ag (8 


for the warehousing and 


ILLINOIS 
pecatitn 


distribution of merchandise 
to Illinois ports. 








PITTSBURGH DISTRIBUTION 


be most successful to 
distribution can ly accomplished 


Cold and ay 
the 5,000,000 Pitts! District through the 
connections of all ri into the group of buildings eliminates all trucking 
and ee except for city deliveries. Lowest obtainable insurance rates. Every 
modern facility for doing business. 


ASK FOR RATES. AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 
Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets Pittsburgh, Pennsylvania 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 













MR. TRAFFIC MANAGER: 


Investigate Kimpak. It will help protect your product 
in shipment—so that it is received at destination in per- 
fect condition. Kimpak is amazingly soft, resilient and 
safe; economical oe | clean; put up in convenient forms 
for easy handling. Write today for samples and prices. 
Let us help solve your packing and shipping problems. 


Kimpak 


REG.U.S. PAT. OFF, & FOREIGN COUNTRIES 


CREPE WADDING 


KIMBERLY-CLARK CORPORATION 
Neenah, Wis. 


Sales Offices: 
8 So. Michigan Ave., Chicago 122 E. 42nd St., New York, N. Y. 


Speeding Up Progress for 
Traffic Managers 


Big business institutions are on the lookout for men who can 
save them money. LaSalle training in Traffic Management equips 
a man to demonstrate unusual savings—and as a result to advance 


rapidly in his profession. C. E. Veth, Traffic Manager of the 
Smith Agricultural Chemical Company, Cleveland, Ohio, saved 
his firm $10,600 in overcharges through his newly organized 
trafic department. “My subsequent salary-increase of 200 per 
cent,” writes Mr. Veth, “is due in large measure to the study and 
_application of your training.” Whether you have been in traffic 
work for many years or are just entering this profitable field, you 
need LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.” Send for it today. It’s FREE. Address Dept. 495-T. 


LaSalle Extension University, Chicago, Ill. 
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April 23—Argument at Washington, D. C.: 
21852—Alan Wood Iron & Steel Co. vs. Reading Co. et al 
21593—-National Mortar & ag Co. vs. Pa. R. R. et al’ 
21703—Wm. Schluderberg-T. J. Kurdle Co. vs. B. & 0. RR et al 


April 23—Chicago, Ill_—Examiner Kettler: 
22714—Standard Oil Co. (Ind.) vs. C. & N. W. Ry. et al. 
22733—-Public Service Commission of Wyoming vs. C. & N, w Ry 


et al. 
23164—Independent Oil & Gas Co. vs. A. & W. Ry. et al. 
April 24—Argument at Washington, D. C.: 
21716—Kistler Leather Co. vs. Pa. R. R. 
21744—Borden Co. et al. vs. Erie R. R. et al. 
21780 (and Sub. 1)—Kistler Leather Co. et al. vs. P. S. @n R 
(J. D. Dickson, receiver). ‘BR 


April 24—Washington, D. C.—Examiner Williams: 
22552—United States Fisheries Assn. et al. vs. A.C. L. R.R 
1. & S. 3238 (and ist, 2nd and 3rd sups.)—Charge for furnishi 

pi egal cars for shipments of fresh seafood from L. & N 
stations. ‘ 


April 25—Argument at Washington, D. C.: 

21706—Western Maryland Ry. vs. Md. & Pa. R. R. et al. 

21755 (and Sub. 1)—McGrath Sand & Gravel Co. vs. A. T. & § p 
Ry. et al. (and cases grouped therewith). 7 

April 26—Argument at Washington, D. C.: 

21864—Battle Creek Food Co. vs. C. C. C. & St. L. Ry. et al 

21900—Union Bag & coger Corp. vs. D. & H. Co. et al. ; 

21902—Iroquois Pulp & Paper Co. vs. Can. Nat’s Rys. et al. 
22101—Pittsburgh & Ashland Coal & Dock Co. vs. N. P. Ry. eta 
April 28—Washington, D, C.—Examiner Sullivan: 

Finance No. 8178—Application Ill. Term. Co. for authority to acquix 
control, by lease, of properties of A. & E. R. R., St. L. & A. Ry 
and O’Fallon Freight Line of E. St. Louis and Surburban Ry, ” 

April 28—Salt Lake City, Utah.—Commissioner Eastman and fy. 
aminers Mullen and Matson: 

17000 (Part 12)—Rate structure investigation, part 12, non-ferroy 
metals (and cases grouped therewith) (further hearing), 


April 28—Argument at Washington, D. C.: 
21174—-Beidster Marble Co. et al. vs. A. A. R. R. et al. (and case 
grouped therewith). . 
21294—Thomas S. Smith & Co. et al. vs. C. & A. R. R. et al. 
21296—Advance Fuel Co., Inc., vs. C. & O. Ry. 


April 28—Washington, D. C.—Examiner Boyden: 
Finance No. 3903—In Re excess income of the Roscoe, Snyder 4 
Pacific Ry. (further hearing). 


April 28—Washington, D. C.—Examiner Roberts: 
Finance No. 3756—Excess Income of Gulf & Sabine River R RB 
(further hearing). 


April 29—Argument at Washington, D. C.: 

21542—Colonial Iron Co. vs. A. & A. R. R. Corp. et al. 

21722 (and Sub. 1)—Arcade Manufacturing Co. et al. vs. A. Té 
S. F. Ry. et al. 

_— — Sub. 1 and 2)—Horton Oil Co. et al. vs. A. T. & SP, 

yw. of. al 

22218—Chapman’s Inde-Penn Oil & Refining Co. et al. vs. A. T.é 
S. F. Ry. et al. 

21281—Acewood Petroleum Corp. vs. A. T. & S. F. Ry. et al. 


April 29—Washington, D. C.—Examiner Cassidy: 
22275 (and Sub. Nos. 1 to 3, incl.)—Procter & Gamble Co. et al. 
A. & S. R. R. et al. (adjourned hearing). 


April 30—Argument at Washington, D. C.: 
21741—E. L. Palmer et al. vs. Mo. Pac. R. R. et al. 
21796 (and Sub. 1)—Egyptian Tie & Timber Co. vs. Mo. Pac. RR 


et al. 
21894—Lehigh Stone Co. vs. B. & O. R. R. et al. 

May 1—Washington, D. C.—Examiner Davis: } 

* Finance No. 8160—Application Bell Telephone Co. of Nevada ani 
Mountain States Telephone & Telegraph Co. for a certificate that 
the acquisition by them of the telephone property, franchises ani 
business of the White Pine Telephone Co. will be of advantagt 
to the persons to whom service is to be rendered and in th 
public interest. 

* Finance No. 8167—Application Lower Saucon Telephone Co. and le 
high Telephone Co. for a certificate that the acquisition by the 
latter company of the properties of the former company will & 
of advantage to the persons to whom service is to be rendered 
and in the public interest. : Py! 

* Finance No. 8184—Joint Application and Petition of Livingst0 
County Mutual Telephone Co. and Michigan Bell Telephone Co, 
for a certificate that the proposed acquisition of the telepho 
property and other assets of the former by the latter will 
of advantage to the persons to whom service is to be rende 
and in the public interest. Tel 

* Finance No. 8185—Joint Application of Otsego & Delaware re 
phone Co. and Rose Telephone Co. for a certificate that tl 
acquisition by the Otsego & Delaware Telephone Co. of the = 
erties of the latter company will be of advantage to the Lat 
sons to whom service is to be rendered and in the public interes. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPA! 


589 South Front Street, MEMPHIS, TENN. 
Renee ee watt 


WANTED—Complete set of I. C. C. reports in good con 
State what you have and price in first letter. Chesapeake 
Railway, Harrisonburg, Va. 


HANDY FOLDER FREE with samples of 19 Traffic Departnes 
Forms used by leading shippers everywhere. Designed yo 
for maximum efficiency and accuracy. Save time and mi omporatiol 
mote faster handling of your orders. The Traffic Service Co 
Merchandise Department, 418 S. Market St., Chicago, Il. 
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